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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission, 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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A TRANSPORTATION PROGRAM 


W: have recently had the pleasure of reading an 
article by R. C. Fulbright, chairman of a special 
committee of the National Industrial Traffic League 
to exchange views with a committee of railroad execu- 
tives on the “declaration of policy” adopted by the 
railroads last November, and circulated by the League 
among its members, replying to an article written by 
Kk. S. Jouett, vice-president of the Louisville and 
Nashville Railroad, setting out some of the “pertinent 
facts in connection with the existing competition -be- 
tween the railroads and motor carriers.” Mr. Ful- 
bright entitles his article, “Is the Competition Between 
Railroads and Motor Carriers Unfair?” 

Without going into the arguments presented, it 
is enough to say that, as might be supposed, Mr. Jouett 
thinks the competition is unfair and that something 
should be done about it, while Mr. Fulbright takes the 
opposite view. Our purpose is merely to point out the 
folly of such interchanges. They merely increase the 
heat of the controversy and confirm views about which 
the debaters may not have been entirely certain when 
they began debating. Neither Mr. Jouett nor Mr. Ful- 
bright can speak with the authority necessary to settle 
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the questions about which they are debating. Either 
may be entirely wrong or entirely right, or partly 
right and partly wrong. 

What is needed is an authoritative body composed 
of able representatives of all interests for the purpose 
of reaching a solution of the various problems discussed. 
There is a right and a wrong and we believe it could 
be ascertained by such a body. With the facts thus 
determined, we believe it would be possible to set up a 
transportation scheme that would be fair to all and 
that would be economically sound. One’s desires, or 
impressions, or guesses may or may not be convincing 
to some, but they are not important until the facts are 
determined. There can be no proper coordination of 
the various kinds of transport and no assurance that 
the various kinds of traffic are being moved in the 
cheapest and most efficient way until there has been a 
scientific study. With that study made and the result- 
ing recommendations adopted, every instrumentality of 
transportation would move that kind of freight for 
which it was best adapted, at rates properly adjusted. 

We believe it would be possible to do all this. In 
order that it may be done it is necessary that railroads 
should, instead of declaring so confidently that this or 
that is true, demand that there be a scientific study to 
determine the truth, and that shippers, instead of 
affirming as lustily that the railroads are wrong and 
the facts are thus and so, cooperate in the demand for 
a proper study and determination. All that the rail- 
roads can properly ask is justice, and that is all they 
do ask, though some of them may have a more or less 
distorted idea of what justice in this matter is; cer- 
tainly, shippers could not afford to refuse their coopera- 
tion in bringing about justice. 

We do not believe, either, that a fair and just 
settlement—in other words, justice—would result in 
the adoption of a program “which, apparently, means 
the destruction of competitive agencies of transporta- 
tion,’ as Mr. Fulbright characterizes the program 
favored by Mr. Jouett and others—but if it should so 
result, then that result would show that the competitive 
forms of transportation alluded to were not econom- 
ically necessary. We believe that every existing form 
of transportation has its proper place and function; 
the problem is to find that place and function—and the 
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search cannot be made successfully by mere advocates 
and opponents of a certain program. 

It will be noticed that we have altered the “plat- 
form,” carried at the head of our editorial page, to 
conform to the ideas expressed above. This we do, not 
because we have changed our opinions as to what is 
right and what ought to be done, but in the interest of 
consistency and because we realize that, however con- 
vinced we may be as to the soundness of our views, we 
cannot expect others to share that confidence, and that 
the better part for us to play now is to advocate the 
setting up of a body whose judgment, if it reached 
something like a unanimous decision, could hardly be 
questioned. At least a determination by such a body 
ought to be made as a basis on which to argue. We 
also advocate a permanent transportation institute, 
recognized as competent and without bias, to state the 
facts from time to time. 


A TEXT FOR SHIPPERS 


N the article by A. G. T. Moore, traffic manager of the 

Southern Pine Association, on the problem involved in 
the application of the railroads for a fifteen per cent 
increase in freight rates, published in this magazine last 
week, there is a hint for shippers and the public gen- 
erally that deserves expansion and consideration. It is 
this: “Perhaps, fortified with the backing of the shippers 
to the end that obsolete legislative handicaps be removed 
and sane regulation be uniformly applied to all forms 
of transportation, the rail carriers might take courage 
to approach their financial and competitive problems 
without seeking further aid of fostering paternalism.” 

Mr. Moore, however, does not preach his sermon 
from that text. He merely includes it as an aside, or 
passing thought. It is really, however, in our opinion, 
the milk in the cocoanut. 

Mr. Moore’s article, though broad and fair in many 
respects, is a gentle condemnation of the railroads for 
appealing to what he calls “fostering paternalism” for 
aid in the financial situation that confronts them. He 
thinks it would be better for them to work out their 
own salvation without help from their guardian. In 
general, and if we could return to first principles—or, 
rather, after we had returned to them—he might be 
right, but, under present conditions, with the law as it 
is, where else are the railroads to turn than to the Com- 
mission for an adjustment of rates? It makes no differ- 
ence in the present situation who is responsible for the 
law, who favors it, or who condemns it; we have to deal 
with facts as they are. The fact is that, if the railroads 
need money and they think an increase in rates is the 
way to get it, they must ask permission of the Commis- 
sion to increase their rates. 

It is true that they are hampered by unnecessarily 
restrictive regulation and that their competitors are 
more or less free from such regulation. That, however, is 
a matter of legislation and the cure is amendment to 
the laws. The railroads are not ignorant of this nor 
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inactive in trying to bring about such changes. That 
they appeal for rate relief under present laws ought not 
to be held against them or cited as indicating that they 
are ignoring the wider and more important aspect of 
the situation. 

If shippers themselves would act as Mr. Moore in- 
cidentally suggests that they should act, and as sound 
economics and common fairness demand, the conditions 
might be different. But what is the situation? The 
National Industrial Traffic League, for instance—the 
national organization of shippers of which Mr. Moore 
is an influential member and that deals with the rail- 
roads across the table on transportation matters of 
national moment—does nothing to help. Indeed, its 
attitude is actually antagonistic to what most econ- 
omists consider the proper solution of the pressing 
transportation problem—equalization of regulation and 
abolition of government favoritism in its paternalistic 
policies. Notice that we do not say abolition of pater- 
nalism, for Mr. Moore is right in saying that there is 
an aspect of paternalism in government policy with 
respect to railroads. But we are suffering from in- 
equality of paternalism, at least. 

The Traffic League has had nothing to say, for 
instance, with respect to government policies that 
amount to subsidies in the encouragement of inland 
waterway transportation and the continued activity 
of the government itself in the waterway transporta- 
tion business. We understand the reason for this to 
be that, while there are many in the League who see 
this matter as we do, there are many others who do 
not—because they profit by low water rates—and so 
the subject is considered to be loaded with dynamite 
from the point of view of holding the League member- 
ship intact. Be that as it may, the League is taking no 
position on this national transportation question and 
certainly is offering no help to the railroads and no 
cooperation in this respect. 

In the matter of motor truck transportation, the 
situation is the same; indeed, it is worse, for the 
League has actually said that no interstate regulation 
of motor transport is necessary and the tone of cir- 
culars that issue from its headquarters is distinctly 
favorable to motor vehicle transportation and distinctly 
otherwise to the railroads that suffer from unfair com- 
petition in this respect. The reason for this is also 
more or less obvious; either the men who do the think- 
ing for the League do not think soundly and through to 
the end, or there is a predominance of members who 
profit by low motor truck rates and special services 
that might not be possible if the trucks were com- 
pelled to pay their way as the railroads do. 

Much the same thing might be said of the League 
with respect to its attitude toward unregulated inter- 
coastal steamship traffic. 

We are not saying these things in criticism of the 
National Industrial Traffic League especially, but are 
mentioning its attitude as illustrative of the attitude 
of shippers generally, because it is a national organiza- 
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tion of shippers and is supposed to take a position on 
national transportation matters. Though there are 
many shippers who do not belong to it at all and many, 
doubtless, in its ranks who hold other individual views, 
we think it is fair to take the League’s position, or lack 
of position, as indicative of the attitude of shippers; 
at least, there is no other way of getting at it. 

We wish Mr. Moore had preached his sermon 
directly from the text he has concealed in his article. 
We wish shippers generally would heed. We believe it 
to be true that, while some of the trouble of the rail- 
roads is due to the business depression that affects all 
business, and some of it, no doubt, to their own short- 
comings, most of it is due to competition and a great 
part of that competition is successful because it has an 
unfair advantage. Even the increase in rates asked by 
the railroads—if they get it—will not help them to the 
full extent implied by their request. They may not 
get even as much benefit from it as they themselves 
expect—and they do not expect a full measure. Suppose 
they get the fifteen per cent for which they ask. Cer- 
tainly, the tendency will be to drive still more business 
to the waterways, the steamships, and the trucks. We 
have heard it estimated that the railroads do not expect 
to profit by more than half of the fifteen per cent 
increase. The rest of it will be offset by the business 
they lose by reason of higher rates. Our own guess is 
that they will be lucky if they retain anywhere near 
half of it. And yet they will stand before the nation 
as cured by the granting of the increase for which 
they asked, though they will be very little, if any, better 
off, and the same old problem will confront us. 

The way to meet that problem is for shippers and 
everybody else to forget, as Mr. Moore suggests, their 
selfish interests, and put all forms of transportation on 
an even basis with respect to regulatory legislation, in- 
stead of making fish of one and fowl of another. With 
this done, if the railroads cannot take care of them- 
selves, then they must fall, to whatever extent is neces- 
sary in the final adjustment of transportation pro- 
cesses. So long as they are unfairly dealt with, it 
profits nothing to inquire why they do not do this and 
do not do that. If shippers do not cooperate in bring- 
ing about such a situation, then they must be regarded 
as either selfish persons, with no regard for anything 
but their own seeming individual profit, or as unseeing 
ones who are not able to distinguish the right. Perhaps 
they are like the old blind horse that butted his head 
they just don’t give a cuss. 
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VALUE AND REPRODUCTION COST 


(By Thomas F. Woodlock, in The Wall Street Journal) 

Testimony taken by the Interstate Commerce Commission 
in Ex Parte 103 (the 15 per cent case) includes some interesting 
data, furnished by the Commission itself, bearing upon current 
“reproduction costs” of railroad plant. Not the least interest- 
ing feature of this evidence is the fact that the Commission 
has apparently found no difficulty in ascertaining the “reproduc- 
tion cost” of railroad property in the current year at current 
prices for labor and material entering into railroad construction. 
This fact is commended to the attention of those worshippers 
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at the shrine of “prudent investment” who (since the great 
advance in prices following the war) have dilated so volubly 
and so earnestly upon the difficulties involved in this operation. 
The main interest of the matter, however, lies in the movement 
of the indices which reflect railroad construction costs. 

The Bureau of Valuation of the Interstate Commerce Com- 
mission has constructed indices of this cost for each year from 
1914 to date, except for 1929. These indices are based upon 
elaborate data reflecting actual costs of work done in each year, 
and are based upon uniform methods of “indexing” those data. 
They represent probably the most accurate and comprehensive 
information obtainable on the subject. 

Starting at 100 for 1914 as a base, the index at the end of 
1915 (which may be called the 1916 index) rose to 118. In 1917 
it rose to 147, in 1918 to 177, in 1919 to 195, and in 1920 to 219, 
this latter figure representing the “peak” of the price inflation 
caused by the war. In 1921 and 1922 there was a sharp decline 
—to 176 in 1921 and 160 in 1922. From this there was a recov- 
ery in 1923 to 181, followed by a decline to 179 in 1924 and 


‘171 in 1925, after which for four years or so it stabilized at 


about 171. In 1929 a declining tendency began to manifest 
itself, but the index for that year is not available. By 1930 the 
index had dropped to about 155 and at present, with half of 
1931 behind us, it stands at about 150. Its tendency is plainly 
downward so long as the prevailing business depression lasts. 
Improvement in machinery and methods—particularly in grad- 
ing—is the main factor in this development. 

On the 1930 “spot price” the reproduction cost new of rail- 
roads in the United States worked out at $28,685,491,916, and 
“less depreciation” at $22,768,696,907, the “depreciation” being 
reckoned at a little less than 21 per cent. This percentage is 
normal, in that the “depreciation” reflects the accrued expiry of 
life in plant parts, which at any given time in the case of a 
well maintained railroad in full “rhythm” of operation will 
aggregate an over-all average of about 20 per cent. 

The “depreciated” figure above given compares with a “net 
book value” at the end of 1930 of about $23,518,000,000, this 
being the amount at which plant stood on the books less the 
amounts standing at credit of the deprecation reserves. The 
fact that 1930 “reproduction costs depreciated” is less than 1930 
“book cost” less the depreciation reserves is at first sight sur- 
prising, but is at least in part explicable on two grounds. 

In the first place, the railroads have since 1922 invested a 
considerable amount of new money at the high prices reflected 
in the indices above quoted. In the second place, the rule of 
“replacement at cost,” i. e., the writing out and in of property 
retired and replaced on the basis of “book cost” for property 
written out and actual cost of property written in has (neces- 
sarily in a period of rising prices) caused the “book invest- 
ment” item to swell independently of additions. Furthermore, 
depreciation reserves on the companies’ books have reflected 
for the most part depreciation on equipment only and perhaps 
that not to the full extent. The Commission is expected to 
issue shortly an order dealing with the general subject of de- 
preciation, as the matter has been under consideration for 
several years. 

In the light of these facts, and recalling the decline of about 
10 per cent in “reproduction costs” since 1928, the seeming 
discrepancy is not important. It seems reasonable to conclude 
that, by and large, taking the railroads as a whole at the pres- 
ent time, “net book values” and “reproduction cost depreciated” 
are coming closely together. 


Which, of course, has nothing whatever to do with “recap- 
ture” of “excess earnings” in previous years. A railroad cannot 
fairly be “recaptured” in 1920 or subsequent years to 1929 on 
the basis of 1930 “values” however estimated. Whatever weight 
the Commission may give to “reproduction cost depreciated” in 
assessing the “value” for “recapture” in a given year will have 
to be given to “reproduction cost depreciated” fairly applicable 
to that year, whether it be estimated at “period” prices or “spot” 
prices. 





MUST PAY OVER EXCESS INCOME 


At the request of the Commission, Comptroller M. Carl has 
notified the Richmond, Fredericksburg & Potomac that the gov- 
ernment will pay that railroad no money for the hauling of 
mail, freight and passengers until after the obligations of the 
carrier under the excess income part of section 15a have been 
discharged. The Commission’s report says that the road owes 
$222,319 on account of excess income in 1922 and $474,386 in 
1923. These sums are exclusive of interest. The railroad was 
ordered to pay principal and interest not later than 120 days 
from April 7. The Commission heretofore has employed this 
method for the collection of loans made to railroads under 
section 210. 
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Current Topics in 
Washington 





Anticipating the things the com- 
missioners will probably talk about 
when they go into their consultation 
about the 15 per cent case, the curb- 
stone assistants to the Commission, 
lawyers and economists, have sug- 
gested a number of questions that they believe the guardians 
of the railroads will have to answer. 

Probably the most discussed is as to whether, on the case 
as made by the railroads, the rate body has the power to allow 
the increase. Those who think it would be unwise for the 
Commission to say yes, generally believe there is no distinction 
in meaning between the words “just” and “reasonable” in the 
various paragraphs of section 1 and the same words in section 
15a (2). Broadly speaking, they believe that, if Congress in- 
tended to make a distinction in meanings, it would have used 
language in section 15a(2) that would have served as a warning 
that the words in the younger section were to have a meaning 
differing from that which had been attributed to them by the 
Commission in the years in which it administered section 1 
before section 15a (2) was incorporated in the statute. 

Those who think it would be wise, as a matter of policy, if 
for no higher reason, for the Commission to allow the increase, 
suggest that, if nothing more was meant in section 15a (2) than 
the rule laid down in the first section, then Congress did a vain 
thing. They further suggest that, obviously, Congress meant 
that the Commssion should revise its thinking, in the prescrip- 
tion of rates, and have a greater care of the financial interests 
of the railroads than was shown in the older administration of 
section 1. In that older administration many times the thought 
was expressed by commissioners that the rule laid down in that 
first section was that rates should be made so that all manner 
of commerce would mave freely and that the Commission’s 
work was done when it had prescribed what it called just and 
reasonable rates, from the shippers point of view, because such 
rates gave the carriers an opportunity to earn a fair return 
on their investment; that if they did not earn a fair return 
the fault was their own in that they had not managed their 
expenses so as to allow a fair margin between their gross reve- 
nue and their expenses. 

The thought was that the failure of the carriers to earn a 
fair return when such rates had been prescribed rested on the 
older idea that a common carrier had such control over its 
expenses aS was exercised by other business men in the conduct 
of admittedly private business. 


A thought in connection with section 15a (2) is that Con- 
gress certainly knew, when it enacted section 15a (2), that the 
carriers had no such control over their expenses as other men 
engaged in private business had and have and that, therefore, 
in enacting section 15a (2), it intended that the Commission 
should make rates in the light of that fact. Bluntly stated, the 
thought is that Congress, knowing that the carriers had rela- 
tively small control over wages and were subjected to other 
financial burdens by public authority, intended that the Com- 
mission should make the rates high enough to enable the car- 
riers to shoulder the burdens placed on them by legislative 
bodies pretending to legislate, for reasons of humanity, about 
wages, hours of work, and the number of men that should com- 
pose the crew of a train. Congress knew, for instance, when 
it enacted the Adamson law, that it was, primarily, a wage in- 
creasing statute and, secondarily, an hours of service and, there- 
fore, a safety statute. The late Samuel Gompers, long head of 
the American Federation of Labor, recognized it as a wage law 
and said he was opposed to having wages fixed by law for 
persons not in the government service. Anyone who has read 
the “weasel” words in the interstate commerce act can be 
persuaded that the Commission can do just about as it desires 
to do. 


Discretion and 
Power of Commission 
Almost Unlimited 


Anyone having even a small acquaint- 
ance with robust H. M. Adams, president 
of the Western Pacific, has a right to 
think that, aside from money troubles all 
railroad presidents are now having, he is 
having a good time. For he is at the 
head of the company that is doing the larger part of the work 





These Are 
Happy Days for 
“Ham” M. Adams 
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on the largest railroad building project now in hand in the 
United States—one that is reminiscent of the days when the 
country was building the finest and largest transportation sys- 
tem the world knows. 

The July Calol-Bear, published by the Standard Oil Com- 
pany of California, shows a photograph of Adams at the levers 
of a power shovel, with a maw big enough to hold eight or 
ten cubic yards of earth, about to bite into the Western Pa- 
cific’s part of the 200-mile extension of the joint line of the 
Great Northern and the Western Pacific into the hitherto South- 
ern Pacific territory between Klamath Falls, Ore., and Keddie, 
Calif., which is to cost $14,000,000 or thereabouts. 

There’s only one jarring note in the picture. Adams is 
wearing a long-tailed morning coat. Obviously, he had to attend 
some sort of a function and nobody thought to get him some 
real working clothes for the shovel lever job. 

Adams is one of the railroad men who did a real man’s work 
in Washington in the war period. Many tried. They were 
smothered by the red tape and the effort of men around Mr. 
McAdoo to turn his management of the railroads to his political 
profit. Adams walked through the tape and got traffic through 
the gateways (by putting civilians over shoulder-straps at the 
river crossings) and letting the traffic people know that there 
was some sense, thanks to Adams, to traffic things in the War 
Department. 

One of his helpers in that work, probably unknown to him, 
was Miss Emma F. Hayward, formerly a telephone operator for 
the Commission. Stationed in the information bureau at one 
of the doors of the War Department, she was able to disregard 
red tape and see that traffic men who should see Adams got 
through the cordon to him to transact business. 





The immigration committee of the Cham- 
ber of Commerce of the United States favors 
the application of the immigration quota law 
to Japanese and other far eastern countries. 
It has recommended that the directors of the 
chamber take appropriate action looking to 
the application of the quota law to the far eastern Asiatics. 
Business men on the Pacific coast, since shown to be divided 
on the subject, the resolution of the committee said, initiated 
the move, calculated, in the estimation of the committee, to put 
the United States on a more friendly basis with the now ex- 
cluded countries. 

In connection with the matter it has been pointed out that, 
in the six-year period, 1925-1930, 6,000 more Chinese and 20,000 
more Japanese departed from than came into the country and 
that, under the quota system, only 1055 Chinese and 185 Jap- 
anese would be admitted to the country in a year. 

Had some sort of quota law been applied by the Roman 
Empire and the Indian confederacies in North America, history 
might show successful Roman emperors and enlightened Indian 
sachems ruling many centuries longer than they dwelt on the 
earth. Instead of quota yardsticks, according to Will Rogers, 
his aboriginal ancestors organized reception committees, though, 
if they had any knowledge of what had happened to Rome, they 
would have hung out signs, “Beware of the Blondes,’ and seen 
to it that the influx into Indian territory was carefully regulated. 

But they did not. The Romans, in a few centuries, found 
so-called emperors, wearing long yellow curls and beards, get- 
ting hopelessly mixed up in their attempts to use the Latin 
accusative and ablative cases in efforts to carry on the Roman 
imperial tradition. The Indians saw the son of Massasoit, who 
welcomed the Pilgrims, Tecumseh, and others fall in their 
efforts to stem the tide from Europe that had also toppled over 
the Roman empire. 


Application of 
the Quota Law 
to Asiatics 





Americans are right fond of the little 
red school house, which, owing to the 
coming of the motor vehicle, has disap- 
peared from large areas of the country, 
the consolidated school having physically 
taken its place. 

Though the teacher in that little old school who taught 
from five to twenty-five years knew little, if any, Greek or 
Latin, one thing he did know was that “rio” was the Spanish 
word for river. His charges were not permitted to indulge in 
the solecism “Rio Grande River” more than once, though he 
may not have known enough about languages to prevent his 
fifth grade students glibly talking about the Peiho River. His 
education in Chinese did not extend to knowing that ho was 
the English way of representing the word in thany Chinese 
dialects meaning river. 

Perhaps the disappearance or a lapse of the little old red 
school house accounts for the departure from good usage shown 
in a printed announcement of the Department of Agriculture 
as follows: 


Little Red School 
Houses Sometimes 
Fall Down. 
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A flood of the Rio Grande River in New Mexico in 1929 deposited 
so much silt and sand on lower lands that it made useless a soil 
survey that had just been made of the region. Deposits of eroded 
soil were 7 feet deep in some places. It was necessary to resurvey 
the region. 


The government has spent millions for the cultivation of 
better spiritual and business relations with Latin America. 
Perhaps a small appropriation for the Department of Agriculture 
would be helpful, because no one delights to see his language 
mangled or disregarded in the publication of another govern- 
ment. Arthur M. Hyde, head of that department, is a member 
of the Federal Board for Vocational Education. He might make 
suggestions as to how the money should be spent among his 
subordinates. 


In England, the rate regulating 
body is authorized to make rates for 
a particular shipper based on _ the 
tonnage he can furnish and on the 
terms, as to liability for loss and 
damage, the shipper is willing to 
accept. Commissioner Aitchison, author of a paper on parallel- 
ism in English and American regulation of the carriers, probably 
was well aware of that fact before he went on his now expiring 
vacation in Scotland, the home of his ancestors, and in England. 
But on July 15, according to the London Times, Commissioner 
Aitchison occupied a place on the bench of the Railway Rates 
Tribunal, at which sanction was given by that body to a pro- 
posal to reduce rates for a particular shipper. 

“Mr. Aitchison, a member of the United States Interstate 
Traffic Commission, occupied a seat on the bench,” said the re- 
port on the case, in which it was also said: 


Aitchison Gets an 
Earful of English Rate 
Law in the Making 


Mr. Cole Deacon, on behalf of the railway companies, stated 
that in November, 1929, the Tribunal sanctioned a special owner’s 
risk rate to Messrs. Lyons and Company on the terms that the firm 
should guarantee a minimum traffic of 10,000 tons a year. In March, 
1931, Messrs. Lyons and Company found themselves in a position to 
increase their guarantee to 14,000 tons a year, and at that time the 
Tribunal sanctioned a flat-rate charge of 2s. a consignment. 

Since that date the representatives of the Railway Clearing 
House and Messrs. Lyons and Company had been in consultation, 
with the _ result that a new system of weighing and labeling the 
traffic had been devised and was now installed at Addison-road. The 
pastry was loaded into special wagons, which passed over modern 
weighing machines. The wagons then delivered the goods to rail- 
way trucks and again passed over the weighing machines empty. 
The exact weight of the consignment was thus easily ascertained 
and a great deal of clerical work eliminated. In consequence a 
further revision of the rate was possible, and it was now proposed 
to institute a flat rate of 92s. 6d. a ton, which was a reduction on 
the former rate of 2s a consignment. 

He was pleased to be able to put before the Court that instance 
of the value of the spirit of cooperation which now existed between 
the railway companies and efficient manufacturing firms, whereby 
economies were effected for the mutual benefit of all parties. 

The Tribunal sanctioned the proposed rate.—A. E. H 


RAILROAD EARNINGS 


Class I railroads of the United States for the first six months 
of 1931 had a net railway operating income of $238,550,140, 
which was at the annual rate of return of 2.15 per cent on their 
property investment, according to reports filed by the carriers 
with the Bureau of Railway Economics. In the first six months 
of 1930 their net railway operating income was $377,379,211 or 
3.46 per cent on their porperty investment, according to the 
bureau, which adds: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals, but before interest 
and other fixed charges are paid. 

This compilation as to earnings for the first six months of 1931 is 
based on reports from 171 Class I railroads representing a total of 
242,878 miles. 

Gross operating revenues for the first six months of 1931 totaled 

$2,187,437,435, compared with $2,692,255,942 for the same period in 1930, 
or a decrease of 18.8 per cent. Operating expenses for the first six 
months of 1931 amounted to $1,716,774,190, compared with $2,073,948,402 
for the same period one year ago, or a decrease of 17.2 per cent. 
; Class I railroads in the first six months of 1931 paid $164,738,625 
in taxes, compared with $180,298,591 for the same period in 1930, a 
decrease of 8.6 per cent. For the month of June alone, the tax bill of 
the Class I railroads amounted to $27,492,263, a decrease of $3,611,468 
under June the previous year. 

Forty-one Class I railroads operated at a loss in the first six 
month of 1931, of which thirteen were in the Eastern, six in the 
Southern and twenty-two in the Western District. 

Class I railroads for the month of June alone had a net railway 
operating income of $50,162,553, which, for that month, was at the 
annual rate of return of 2.33 per cent on their property investment. 
In June, 1930, their net railway operating income was $69,162,585, or 
3.27 Fmd cent. 

#3ross operating revenues for the month of June amounted to 
$369,810,398, compared with $444,951,454 in June, 1930, a decrease of 
16.9 per cent. Operating expenses in June totaled $280,145,367, compared 
with $334,721,480 in the same month in 1930, a decrease of 16.3 per cent. 


Eastern District 


Class I railroads in the Eastern District for the first six months 
in 1931 had a net railway operating income of $136,371,717, which was 
at the annual rate of return of 2.44 per cent on their property invest- 
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ment. For the same period in 1930, their net railway operating 


‘income was $220,553,050, or 4.06 per cent on their property investment. 


Gross operating revenues of the Class I railroads in the Eastern Dis- 
trict for the first six months in 1931 totaled $1,102,666,479, a dercease 
of 19.3 per cent below the corresponding period the year before, 
while operating expenses totaled $856,161,985, a decrease of seventeen 
per cent under the same period in 1930. 

Class I railroads in the Eastern District for the month of June 
had a net railway operating income of $26,734,750, compared with 
$39,026,621 in June, 1930. 


Southern District 


Class I railroads in the Southern District for the first six months 
of 1931 had a net railway operating income of $25,497,912, which was 
at the annual rate of return of 1.55 per cent on their property invest- 
ment. For the same period in 1930, their net railway operating 
income amounted to $43,189,455, which was at the annual rate of 
return of 2.64 per cent. Gross operating revenues of the Class I 
railroads in the Southern District for the first six months of 1931 
amounted to $282,648,812, a decrease of 17.6 per cent under the same 
period in 1930, while operating expenses totaled $228,490,179, a 
decrease of 15.8 per cent. 

Class I railroads in the Southern District for the month of June 
had a net railway operating income of $3,'206,851, compared with 
$4,113,834 in June, 1930. 


Western District 


Class I railroads in the Western District for the first six months 
in 1931 had a net railway operating income of $76,680,511, which was 
at the annual rate of return of 1.98 per cent on their property invest- 
ment. For the same six months in 1930, the railroads in that district 
had a net railway operating income of $113,636,706, which was at the 
annual rate of return of 2.97 per cent on their property investment. 
ross operating revenues of the Class I railroads in the Western 
District for the first six months’ period this year amounted to $802,- 
122,144, a decrease of 18.4 per cent under the same period in 1930, 
while operating expenses totaled $632,122,026, a decrease of 18.1 per 
cent compared with the same period in 1930. 

For the month of June alone, the net railway operating income 
of the Class I railroads in the Western District amounted to $20,220,- 
952. The net railway operating income of the same roads in June, 
1930, totaled $26,022,130. 


CLASS I RAILROADS—UNITED STATES 
Month of June 


1931 1930 
TOtal OMSLATINE TOVETNUOS. ..0ccciccccecvcces $ 369,810,398 $ 444,951,454 
TOCA] GHOTRLINE CEPSONTOS. .... 20 ccccccvccess 280,145,367 334,721,480 
Ree ee er ree re 27,492,263 31,103,731 
Net railway operating income.............. 50,162,553 69,162,585 
Operating ratio—per cent.............se00. 75.75 75.23 
Rate of return on property investment.... 2.33% 3.27% 


Six Months Ended June 30 
1931 1930 


Total operating TEVENUCS.......scccccccece $2,187,437,435  $2,692,255,942 
Total GOPETATING CXPSNBESS. «2.0.0 csccrccceese « 1,716,774,190 2,073,948, 402 
I, cc ascno ba pba nw ase awecesaduweseses deseo 164,738,625 180,298,591 
Net railway operating income.............. 238,550,140 377,379,211 
OpGRrting FALIO—PET CONE .o0...0cccceccccece 78.48 .0% 
Rate of return on property investment.... 2.15% 3.46% 


WAREHOUSE CONCESSIONS 


The Trafic World New York Bureau 


Representatives of railroads serving the Atlantic seaboard 
from New England to Newport News met in the offices of the 
Trunk Line Association to discuss charges that competition for 
business has resulted in railroads making unwarranted conces- 
sions to shippers in warehouse charges. 

The railroads represented at the meeting included the New 
York Central; Pennsylvania; Lehigh Valley; Erie; Baltimore & 
Ohio; New York, New Haven and Hartford; Boston and Maine, 
and Chesapeake & Ohio. Charles E. Cotterill appeared as coun- 
sel for a committee of warehouse interests, including the Port 
of New York Warehousemen’s Association and the American 
Warehousemen’s Association. 

The meeting was called by the railroads for the purpose of 
inviting the warehouse interests to aid them in determining 
charges, rates, and rules proper under the Elkins act. The inter- 
change of views resolved itself into a technical discussion of 
tariffs for storage, handling, wharfage and insurance. The ware- 
house interests have charged that rates asked by railroads for 
some of these services could be described as nominal. In the 
case of insurance, they assert that the railroads have been 
absorbing all but 8 cents of the cost for each $100 of value. 

The railroad representatives announced that revised tariffs 
and rules would be docketed and later filed with the Commission. 

The operating of warehouses by railroads has, in the past, 
provided considerable friction between the railroads and inde- 
pendent warehouse operators. 


TRAFFIC WORLD ON SALE 


During the progress of the hearings in the 15 per cent 
increase case, single copies of The Traffic World will be on 
sale at the following places: 

Washington, D. C.—Traffic Service Corporation, Mills Build- 
ing, 17th and Pennsylvania Ave.; Raleigh Hotel; Hotel Washing- 
ton; Willard Hotel. 

Kansas City, Mo.—Kansas City Athletic Club. 

Chicago, [ll—The Traffic World, 418 South Market St.; 
Hotel Sherman; Palmer House. 
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Decisions of Interstate Commerce Commission 





LIVESTOCK TO KENTUCKY 


The Commission, in disposing of No. 19089, Live Stock 
Traffic Association et al. vs. A. & S. et al. (See Traffic World, 
August 1), preserved the combination on a Mississippi method 
of making rates on cattle, calves, sheep and goats from the 
western district to the eastern. Thereby it brought dissenting 
views from Commissioners Eastman and Lewis. Chairman 
Brainerd concurred in the Eastman dissent. 

The propriety of the Mississippi River or Chicago combina- 
tion for constructing through rates on livestock from points in 
western territory, the report said, was directly in issue in 
Cleveland Provision Co. vs. A. T. & S. F., 148 I. C. C. 152, and 
was found to be not unreasonable. Commissioner Porter, author 
of the report, said that in Livestock to Eastern Destinations, 
156 I. C. C. 498, proposed proportionals from western territory 
points to Mississippi River gateways were found justified and 
application of the Kelly combination rule on rates to central, 
trunk-line, and New England destinations was canceled. Mr. 
Porter said that the Commission’s findings in Livestock— 
Western District Rates, 176 I. C. C. 1, and Eastern Livestock 
Cases of 1926, 144 I. C. C. 731, on further hearing, continued a 
combination of rates by the use of proportional factors. 


Complainants, Commissioner Porter said, sought joint 
through rates on the so-called southwestern basis from all 
points in Texas to all points in Indiana and Ohio, and that part 
of Kentucky west of the line of the Cincinnati, New Orleans 
& Texas Pacific from Cincinnati, O., to Stearns, Ky. They 
asserted that the existing rates were unreasonable. They also 
asked for a lower minimum on sheep and goats in double-deck 
cars. They proposed a reduction from 22,000 pounds to 18,000 
pounds. They also asked for rates on stocker sheep and goats, 
in double-deck cars, on the basis of 75 per cent of the rates 
applicable on fat animals. As an alternative, however, to a 
distance scale suggested by them, complainants, the report 
said, would not object to the establishment of rates on a group 
basis. 

The Commission found the rates on cattle, calves, sheep and 
goats, from Fort Worth, Tex., to Cincinnati, O., and to destina- 
tions in Kentucky, west of the line of the Cincinnati, New 
Orleans & Texas Pacific, from Cincinnati, O., to Stearns, Ky., 
unreasonable. It found the rates on the same kinds of livestock 
from all points in Texas to all points in Indiana and Ohio, 
except Cincinnati, not unreasonable. The effect of the Com- 
mission’s prescription of rates which are to be effective October 
27 is to group the considerable number of points in Kentucky 
under the same rate. The rates prescribed follow: 


Points on Illinois Centrai Railroad—Ledford, Hickman, Fulton 
to Arlington and Mayfield, inclusive; Nashville, ‘Chattanooga & St. 
Louis Railway, Hazel, and State Line to Hickman, inclusive; Mobile 
and Ohio Railroad, Wickliffe to Jordan, inclusive, 59 cents. Points on 
Illinois Central Railroad—Bardwell to East Cairo to but not includ- 
ing Eddyville, Hickory to Paducah, inclusive; Nashville, Chatta- 
nooga and St. Louis Railway, Murray to Paducah, inclusive, 61 
cents. Points on Illinois Central Railroad—Eddyville to Marion, 
Madisonville, Nortonville and Hopkinsville, inclusive; Louisville and 
Nashville Railroad, Kennedy to Gracey, inclusive, Guthrie to Kelly, 
Elkton, Auburn, "Adamsville and Wolf Lick, inclusive, 63 cents. 
Points on Illinois Central Railroad—Blackbird to Providence Dixon, 
Uniontown, Henderson and Major, inclusive, Midland and White 
Plains to Horse Branch, inclusive; Louisville and Nashville Railroad, 
Crofton to Morganfield and Henderson, inclusive, Atkinson to Hart- 
ford, Diamond Springs to Utica, Geddes to Horse Cave and Glasgow, 
inclusive, points on branch lines to Empire Mines, Coiltown and 
Circle City, and Alexander to Scottsville, inclusive, 65 cents. Points 
on Illinois Central Railroad, Dan to Owensboro, inclusive, White 
Run to Hodgenville, inclusive, and Kraft; Louisville and Nashville 

tailroad, Baskett to Stephensport, inclusive, Pettit, Sutherland and 

Brown’s’ Valley, Dukehurst to Fordsville, Falls of the Rough and 
Irvington, inclusive, and Rowletts to Lebanon Junction, inclusive, 
67 cents. Points on Louisville and Nashville Railroad, Smiths Switch 
to Alicetown and Calvary to Spurlington, Belmont’ to La Grange 
and Chapeze to Springfield, inclusive; Southern Railway, Louisville 
to Whitner, inclusive; Illinois Central Railroad, Riney to Louisville, 
inclusive, 69 cents. ‘Points on Louisville and Nashville Railroad, 
Pendleton to Walton, inclusive, Cincinnati, Ohio, Tarascon to Viley 
and to Nealton, inclusive, Avoca to Mul erry, and to Bloomfield, 
and Arista to Greensburg, Brumfield to Parksville, inclusive; South- 
ern Railway all points between Whitner and Georgetown, Lexington, 
and Danville via Harrodsburg; Chesapeake and Ohio Railway, An- 
chorage and points intermediate to Lexington, 71 cents. 


“This report preserves on livestock the antiquated and 
obsolescent method of constructing through rates between the 
west and east by combination on the Mississippi River,” said 
Commissioner Eastman. ‘We have prescribed a certain level 
of rates on livestock in western territory and a slightly lower 
level in official territory. Under this report, however, rates 








from the west to the east will be combinations of proportional 
rates, and these combinations will be very materially higher in 
level than the eastern scale and even than the western scale. 
I know of no good reason why the mere crossing of the Mis- 
sissippi River or the passing from one arbitrary rate territory 
to another should entail such increases in rates.” 

Commissioner Eastman embodied in his dissent at table 
showing that the combinations would produce excesses over the 
western scale ranging from 9 to 13 cents at such points as Terre 
Haute, and Indianapolis, Ind., and Cleveland and Columbus, O 

Commissioner Lewis in his dissent said that under this 
report rates from the western territory of origin to the eastern 
destinations would be combinations of proportional rates which 
would be considerably higher than if the scale found reasonable 
by the Commission for application within the southwest were 
applied to the through transportation. For example, he said, if 
the southwestern scale were applied from Fort Worth, Tex., to 
Columbus, O., the rate would be 66 cents, whereas the combina- 
tion approved in this report was 79 cents. 

Commissioners Aitchison, Tate and Mahaffie did not par- 
ticipate in the disposition of this case. 


LOS ANGELES SWITCHING 

The Commission, by division 3, in No. 23378, sub-number 1, 
Dairymen’s Feed & Supply Co., Inc., vs. A. T. & S. F. et al., and 
another sub-number, Same vs. Same, has found unjustly dis- 
criminatory and unduly prejudicial the failure of defendants to 
absorb switching charges on non-competitive interstate ship- 
ments of grain, grain products and poultry and stock feed, when 
switched to or from the complainant’s plant at Los Angeles, 
Calif., served exclusively by the Southern Pacific, while at the 
same time absorbing switching charges in a like amount on 
similar shipments switched to or from industries served by the 
Los Angeles Junction Railway within the switching limits of 
Los Angeles, Calif. The railroads have been required to main- 
tain and apply charges which will prevent and avoid the unjust 
discrimination, undue prejudice and undue preference, not later 
than November 2, 1931. 

Aggregate charges on like traffic to or from the complain- 
ant’s plant in Los Angeles have been found to be in violation 
of the long-and-short-haul provision of the fourth section, but 
not unreasonable. The Commission said that existing fourth 
section violation should be promptly eliminated. The Commis- 
sion said that the issues in these cases were practically identical 
with those recently decided in Globe Grain & Milling Co. vs. 
A. T. & S. F., 173 I. C. C. 193, and that the record in the present 
case warranted the same conclusions. 


BANANAS AT CHARLESTON 


The Commission, in No. 22345, Carolina Shippers’ Associa- 
tion, Inc., et al. vs. A, C. L. et al., has found applicable and not 
unlawful the handling and wharfage charges assessed by the 
railroads in connection with shipments of bananas from Charles- 
ton, S. C., to destinations in North Carolina and Rock Hill, S. C. 

Rates and charges assessed for line-haul service in con- 
nection with the shipments in question were found unreasonable 
prior to December 30, 1929, to the extent they exceeded the 
present fourth class rates from Charleston to the same destina- 
tions, less 5 cents a 100 pounds in each instance. Reparation 
was awarded. The rates assailed were found not unduly preju- 
dicial nor unreasonable on and after December 30, 1929. 

Fruit and vegetable dealers at interior North Carolina and 
South Carolina points, as well as shippers’ association, alleged 
that the line-haul rates on bananas from Charleston were un- 
reasonable and unduly prejudicial to Charleston and unduly 
preferential of Gulf ports from November 3, 1926, to November 
15, 1928. They further alleged that the charges assessed for 
wharfage and handling and for the use of refrigerator cars were 
unreasonable, unduly prejudicial, and in violation of section 6. 

As summarized by the Commission, the issues presented 
four questions: The lawfulness and legality of the wharfage 
and handling charges assessed by the railroads prior to No- 
vember 15, 1928; the lawfulness and legality of those charges 
assessed by the Seaboard Air Line and the Atlantic Coast Line 
since that date; the lawfulness of the line-haul rates assessed 
by the Southern, the Atlantic Coast Line and the Seaboard Air 
Line prior to November 15, 1928, and the lawfulness of the 
charges for the use of refrigerator cars made by the Seaboard 
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Air Line and the Atlantic Coast Line prior to December 30, 1929. 
The issues were disposed of as hereinbefore indicated. 

Separate expressions were written by Commissioners East- 
man, McManamy, Mahaffie and Lee. Commissioners Aitchison 
and Tate did not participate with the disposition of the case. 

Commissioner Eastman concurred in everything except as to 
the wharfage and handling charges. His conclusion was that 
they were collected without tariff authority in violation of the 
sixth section. Commissioner McManamy agreed with Commis- 
sioner Eastman as to wharfage and handling charges, but dis- 
agreed as to the basis to which reparation should have been 
awarded. That basis was less than the difference between the 
old and the new rates. Commissioner McManamy said that the 
complainants derived no benefit from the maintenance of 
relatively low rates to other destinations and therefore he found 
nothing in the case to justify a higher basis for reparation than 
column 45 rates applied from shipside. 

Commissioner Mahaffie, dissenting, said that the evidence 
was not sufficient to warrant a finding that the rates were un- 
reasonable. 

Commissioner Lee, dissenting in part, said that the sole 
object of the complainants was an award of reparation on ship- 
ments that moved prior to November 15, 1928. In Froeber- 
Norfleet vs. Southern, 159 I. C. C. 389, he said identical and 
similar rates were found not unreasonable and that the opinion 
in this case was in direct conflict with the one in the earlier 
case mentioned. From that finding he said he dissented. 


IMPORTED CHINA CLAY 


An upward revision of rates on imported china and ball clay, 
from north Atlantic ports to destinations in New Jersey, New 
York, and New England, is to be made by the railroads not 
later than October 10. The Commission, on reargument, in No. 
20409, International Paper Co. et al. vs. B. & O. et al., No. 20734, 
New Jersey Coated Paper Co. et al. vs. Pennsylvania, and No. 
17840, Ceramic Traffic Association vs. Pennsylvania et al., has 
modified the findings in the prior reports, 167 I. C. C. 319 in 
Nos. 20409 and 20734, and 123 I. C. C. 591 in No. 17840, as to the 
rates in question. 

In a report written by Commissioner Lewis, the Commission 
found that the rates assailed on imported china clay in No. 
20409, from Portland, Me., Boston, Mass., New York, N. Y., Phila- 
delphia, Pa., and Baltimore, Md., to destinations in the state of 
New York and in New England were, and for the future would 
be, unreasonable to the extent they exceeded or might exceed 
19 per cent of the contemporaneous first class rates plus a charge 
of 50 cents a net ton for handling the traffic from shipside to the 
cars. 

A further finding was that the rates on imported china clay 
assailed in No. 20734, from New York to Ridgefield and Mont- 
clair, N. J., were and are not unreasonable, but that the assailed 
rates on imported china clay from Philadelphia to points in New 
Jersey named in the complaint, including Clifton and Totten- 
ville, N. Y., were, and for the future would be unreasonable to 
the extent they exceeded the measure of reasonable rates and 
charges set forth in the preceding paragraph. 

A further finding was that the rates assailed in No. 20409, to 
Ticonderoga, N. Y., for Ticonderoga Railroad delivery were un- 
reasonable to the extent that they exceeded or might exceed 
rates resulting from the before mentioned findings to Ticon- 
deroga for delivery on the Baldwin branch of the Delaware & 
Hudson. 

Another finding was that the rates assailed in No. 17840 on 
imported china and ball clay from Philadelphia, Pa., to destina- 
tions in New Jersey, would be unreasonable for the future to the 
extent they might exceed 19 per cent of first class plus the 50 
cents a net ton handling charge. 

The Commission said that its findings in these cases were 
not to be construed as precluding reasonable groupings. 

In the prior report, made by division 5, the Commission 
disposed of not only the cases on reargument in this proceed- 
ing, but several others which had attacked the rates on clay 
from producing points in the south. In the latter cases the division 
prescribed rates from the producing points in the Carolinas and 
Georgia to destinations in central, trunk line and New England 
territories on the bases of 16 per cent of the contemporaneous 
first class southern rates. Rates in compliance with that finding 
are in effect. In Nos. 20409 and 20734, involving rates on im- 
ported clay, the prior report found them unreasonable to the 
extent they exceeded 16 per cent of the contemporaneous first 
class trunk line rates plus a handling charge of 50 cents. In 
No. 17840, Ceramic Traffic Association vs. Pennsylvania et al., 
the Commission found the rates on imported clay unreasonable 
and unduly prejudicial subsequent to August 10, 1925, to the 
extent they exceeded rates made under the trunk line scale 
prescribed in National Paving Brick Manufacturers’ Association 
vs. A. & V., 68 I. C. C. 218, plus a 50-cent handling charge. 
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The subject of rates on imported clay was reopened on 
petition of the official classification lines. They contended at 
the basis of rates approved and prescribed on this imported 
clay in the prior reports and orders were too low and said that 
if they were required to be maintained the rates would have 
a depressing effect upon the rates on various other commodities 
moving within official territory. They said that for the purpose 
of making rates on imported clay comparable with those on the 
basis of 16 per cent of first class under the southern scale, they 
should have rates equal to 22.5 per cent of first class rates in 
trunk line territory. The Commission, as hereinbefore set forth, 
prescribed 19 per cent of first class rates. 

Commissioner Mahaffie, dissenting, called attention to the 
fact that the imported clays were more valuable than domestic 
clays, and said that he could not agree with the finding that 
the rates prescribed were reasonable maxima. He said he could 
find no reason why imported clays, of this character, should 
move at a lesser rate, mile for mile, than the domestic products. 
Commissioners Porter and Lee joined in that expression. 


COMMISSION REPORTS 


Pipe, Etc. 

No. 28743, Superior Ice Co. et al. vs. C. R. I. & G. et al. 
By division 3. Rate, mixed carload of pipe, pipe fittings, iron 
tanks and parts, K. D., I-beams, valves and T-rails, Canton, O., 
to Dallas, Tex., inapplicable. Applicable rates unreasonable to 
the extent they exceeded 90 cents on the mixed carload of pipe 
and pipe fittings, iron tanks and parts, K. D., and I-beams; 
$1.98 on the less-than-carload shipment of valves; and $1.52 on 
the less-than-carload shipment of T-rails. Reparation awarded. 
Applicable rates were found to have been 84 cents, minimum 
46,000 pounds, on the pipe and fittings; $1.19 on the tanks and 
I-beams; $2.56 on the valves, and $2.20 on the T-rails. 





Potatoes 
No. 23745, D. E. Ryan Co. vs. C. B. & Q. et al. By division 
5. Dismissed. Rates, potatoes, Bemidji, Minn., to McCook, 
Neb., and Tulsa, Okla., applicable and not unreasonable or other- 
wise unlawful. 
Coal 
No. 23873, O. A. Ritter Coal Co. et al. vs. B. & O. et al. 
By division 3. Rates, coal, points in West Virginia to destina- 
tions in Illinois, the Dakotas, Minnesota, Wisconsin and Iowa, 
unreasonable to the extent they exceeded the joint through rates 
from and to the same points contemporaneously applicable over 
routes via Chicago. Waiver of collection of undercharges given. 
Reparation awarded. 
Potatoes 
No. 23990, J. C. Famechon Co. vs. U. P. et al. By division 
3. Dismissed. Minimum weight, potatoes, Blackfoot, Idaho 
Falls, Aiken and Victor, Ida., to destinations in Georgia and 
Alabama, applicable. 
Bridge Iron 
24097, Illinois Steel Bridge Co. vs. C. & A. et al. By 
Rate, bridge iron, South Chicago, IIl., fabricated at 
Jacksonville, Ill., and the fabricated articles forwarded to 
Strawn, Tex., unreasonable to the extent it exceeded $1.085, 
plus a charge of 2 cents for fabrication. Reparation of $27.97 
awarded. 


No. 
division 3. 


Waste Paper 


No. 23099, Carthage Pulp & ‘(Board Co. vs. Pennsylvania et al., 
and No. 28268, Hinde & Dauch Paper Co. vs. B. & A. et al. By 
division 4. Dismissed. Rates, waste paper, Boston, Mass., New 
York, N. Y., Philadelphia, Pa., Babbitt, N. J., and points taking 
the same or related rates, to Carthage and Watertown, N. Y., 
not unlawful. 

Wheat 


No. 23631, Hardeman-King Co. vs. C. R. I. & G. et al. By 
division 3. Dismissed. Rates applicable, wheat, Stratford and 
Texhoma, Tex., to points in Texas, over interstate routes, un- 
reasonable to the extent they exceeded 27 cents from Stratford 
and 28 cents from Texhoma to Vernon, and 39 cents from the 
points or origin to Kenedy, Taylor, San Antonio, Yorktown, 
Victoria, West Port Arthur, Brady, Lufkin, Jasper, Livingston 
and Galveston. Waiver of collection of the undercharges in 
the amount of the difference between the applicable charges and 
those which would accrue at the rates herein found unreasonable 
was authorized. 

Grain Proportionals 

I. and S. No. 3602, ex-river grain and grain products from 
Cairo and Metropolis, Ill., to Mississippi Valley. By division 3. 
Proposed restriction limiting the application of proportional 
rates, grain and grain products, Cairo and Metropolis, IIl., to 
points in Mississippi Valley territory, not justified. Suspended 
schedules ordered canceled and proceeding discontinued. The 
carriers proposed to restrict the application of proportional rates 
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from Cairo and Metropolis, Ill., to points in Mississippi Valley 
territory by providing that grain and grain products arriving 
at the points mentioned by boat or barge would take the St. 
Louis, Mo., proportionals, observing the Cairo local rates as 
maxima. 
Piling 

No. 21978, Manassa Timber Co. vs. St. L.- S. F. et al., and 
a sub-number, Same vs. Same. By the Commission. Upon re- 
consideration, rates, piling, points in ‘Arkansas to Chester, IIL, 
unreasonable and in violation of the fourth section, to the extent 
that the applicable rates from Caraway, Draffen, Mandalay and 
Steir to Chester over the Cotton Belt to Thebes and the line of 
the Missouri Pacific beyond, exceeded or may exceed correspond- 
ing contemporaneous rates from those origins to East St. Louis, 
Ill., over the same route. In all other respects findings in the 
original report, 165 I. C. C. 77, as modified by the report on 
reconsideration, 172 I. C. C. 87, affirmed. Commissioner Mahaffie 
dissented. 

Orchard Heaters 

No. 22099, Kittle Manufacturing Co., Inc., et al. vs. A. T. & 
S. F. et al. By the Commission. Dismissed. Upon reconsid- 
eration, findings in the original report, 172 I. C. C. 243, that the 
rates on orchard heaters, carloads, San Francisco, Los Angeles 
and Riverside, Calif., to interstate destinations throughout the 
United States, and from Toledo, O., to points in Pacific coast 
territory, were not unreasonable or otherwise unlawful, affirmed. 

Wheat 

No. 23696, Larabee Flour Mills Co. vs. C. B. & Q. et al. By 
division 3. Dismissed. Rates charged, wheat, origins in Kan- 
sas, Nebraska and Colorado to Kansas City, Mo., there milled 
and the products shipped to destinations east of the Mississippi 
River, applicable. 

Fresh Peaches 

No. 23732, Clark Frifit Co. et al. vs. Arkansas Valley Inter- 
urban et al. By division 3. Rates, fresh peaches, points in 
Illinois to Joplin, Mo., Coffeyville, Pittsburg and Fort Scott, 
Kan., unreasonable to the extent they exceeded or may exceed 
50 per cent of the corresponding first class rate concurrently 
applicable between the same points. New rates to be estab- 
lished not later than November 2. Reparation awarded. 


Walnut Logs 

No. 23825, Linton Lumber Co. vs. B. & O., a sub-number, 
Linton Lumber Co. et al. vs. Same, and No. 23741, Leland G. 
Banning vs. Same. By division 3. Rates, walnut logs, points 
in the Virginias to Cambridge, O., and points within the switch- 
ing district of Cincinnati, O., unreasonable to the extent they 
exceeded the aggregate of intermediates. Rates, like traffic, 
points in West Virginia to Cambridge, O., and St. Bernard, O., 
not unreasonable. Nos. 23741 and 23825 dismissed. Reparation 
awarded in the sub-number. 


Lumber 
No. 24035, Traffic Bureau, Chamber of Commerce, Lynch- 
burg, Va., vs. S. A. L. et al. By division 3. Rate, lumber, Vi- 
mont, Fla., to Edenton, N. C., unreasonable to the extent it 
exceeded 36.5 cents. Reparation of $30.60 awarded. 


Idaho Commodities Case 

No. 20806, Frank R. Gooding et al. vs. O. S. L. et al. By 
the Commission. Upon reconsideration prior report, 173 I. C. C. 
213 modified to the extent of eliminating certain commodities 
from the findings so as to leave the finding of undue prejudice 
on commodities between points in Idaho on the Oregon Short 
Line, on the one hand, and points in California in Groups 1 and 
1A, on the other, apply only to the commodities shown in an 
appendix attached to the report. 


Butter, Eggs and Dressed Poultry 
No. 22948, Alex Getz Co. et al. vs. C. & N. W. et al. By 
division 3. Dismissed. Rate charged, butter, eggs and dressed 
poultry, carloads, Sioux Falls, S. D., to Chicago, Ill., applicable 
and not unreasonable. 
Forest Product Charges 


No. 23216, Mobile Chamber of Commerce vs. G. M. & N. 
et al. By division 3. Dismissed. Wharfage or dockage charges. 
forest products at Mobile, Ala., and Pensacola, Fla., imposed 
on forest products from lighters, barges, or rafts tied along 
the waterside of the ships at the docks at Mobile and Pensacola, 
not subject to the provisions of the interstate commerce act. 
Other wharfage and switching charges, forest products at the 
same ports, not unduly prejudicial to Mobile or preferential of 
Pensacola. 

Bakery Goods, Etc. 

No. 23393, Loose-Wiles Biscuit Co. vs. A. T. & S. F. et al. 

By division 3. Dismissed. Rates, mixed shipments, bakery 
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goods and candy or confectionery, carloads, Kansas City, Mo., 
to Phoenix and Tucson, Ariz., not unreasonable or otherwise 
unlawful. 
Jelly Goblets 

No. 23616, Armour & Co. vs. Jamestown, Westfield & North- 
western et al. By division 3. Rate charged, jelly goblets, car- 
loads, Jeanette, Pa., to Westfield, N. Y., applicable. Applicable 
rate, 34.5 cents (fourth class) unreasonable to the extent it 
exceeded 24 cents. The present, a commodity rate, is 21 cents. 
Reparation awarded. 

Lumber 


No. 23636, Perrine Armstrong Co. vs. C. & E. et al., and two 


sub-numbers, Same vs. C. C. C. & St. L. et al., and S. J. Pea- 
body Lumber Co. vs. Pennsylvania et al. By division 3. Dis- 
missed. Rates, lumber, Huntington, Ind., to St. Louis, Mo., 


and, Chesterfield, Ind., to unreasonable or 


otherwise unlawful. 


Detroit, Mich., not 
Piling 

No. 23798, Manassa Timber Co. vs. A. T. & N. et al. By 
division 3. Dismissed. Rates, piling, points in Alabama, Mis- 
sissippi and Tennessee to destinations in Kentucky, Illinois, 
Indiana, Ohio, Michigan, Wisconsin, Missouri, and Arkansas, 
not unreasonable. 

Green Salted Hides 

No. Hickman & Reilly Co., Inc., vs. I. C. et al. 
By division 3. Dismissed. Rate, two carloads, green salted 
hides, Paducah, Ky., to Chicago, Ill., not unreasonable or unduly 
prejudicial. 


24204, 


Rubber Tires, Etc. 

No. 24051, Firestone Tire & Rubber Co. et al. vs. A. C. & Y. 
et al. By division 3. Dismissed. Rates, pneumatic rubber tires, 
tubes, flaps and reliners, carloads, Akron and Barberton, O., to 
destinations in the southwest, not unreasonable or otherwise 
unlawful. 

Bituminous Coal 

No. 24026, Darling & Co. vs. C. C. C. 
division 38. Dismissed. Rate, bituminous coal, 
Eldorado, and Carrier Mills, Ill., over an interstate 
Chicago, Ill., not unreasonable or otherwise unlawful. 


& St. L. et al. By 
Harrisburg, 


route to 


Livestock 
No. 24023, Schaffner Brothers Co. vs. C. C. C. & St. L. 
et al. By division 3. Dismissed. Rates, livestock, points in 
Ohio to Erie, Pa., applicable, except as to one shipment and not 
in violation of the fourth section of the interstate commerce 


act. Shipment from Plattsburgh, O., found to have been under- 
charged. 


Strawberries 
No. 23878, Metzler & Sons, Inc., vs. Railway Express Agency, 
Inc. By division 3. Dismissed. Minimum, strawberries, car- 
loads, expressed from points in Louisiana to Decatur and Cham- 
paign, Ill., not unreasonable. 


Potatoes 


No. 23866, D. E. Ryan Co. vs. M. P. et al. By division 5. 
Combination, 64.5 cents, potatoes, Eagle Bend, Minn., to Farm- 
ington, Mo., inapplicable. Applicable rate, 46.5 cents, not un- 


reasonable. Reparation of $64.80 awarded. 
Horseshoes and Calks 
No. 23802, Phoenix Manufacturing Co. vs. C. & O. et al. 


By division 3. Dismissed. Rates, horseshoes and toe calks, 
carloads, Joliet, Ill.. to Evansville, Indianapolis, and Terre Haute, 
Ind., and Louisville, Ky., and points beyond Evansville and 
Louisville, found applicable and not unreasonable or otherwise 
unlawful. 

Logs, Stumps, Burls, Etc. 


No. 23043, Russell Fortune, Inc., et al. vs. B. & O. et al., No. 
23059, Central Veneer Co. et al. vs. A. C. & Y., and No. 23642, Na- 
tional Veneer and Lumber Co., Inc., vs. Pennsylvania. By 
division 3. Dismissed. Import and domestic carload rates on 
logs, stumps, burls, flitches, and crotches, New York, N. Y., 
Boston, Mass., and points taking same rates, to Indianapolis, 
Ovansville, and Edinburg, Ind., not unreasonable; import car- 
load rates, same commodities, Baltimore, Md., and points tak- 
ing the same rates, and Norfolk and Newport News, Va., to the 
same destinations, not unreasonable; and import carload rates 
on the same commodities, Philadelphia, Pa., and Montreal, Que., 
Can., to Indianapolis, Ind., not unreasonable. 


FINAL VALUATION 


Valuation No. 854, El Paso Union Passenger Depot Co., opinion 
No. B-803, 36 Val. Rep. 126-39, final value for rate making purposes 
of the property owned and used for common carrier purposes, found 
to be $678,800, and of property owned but not used, $2,800, as of 
June 30, 1917. 
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HOCH-SMITH GRAIN ADJUSTMENT 


The rate structure devised by the Commission in No. 17000, 
part 7, Hoch-Smith grain and grain products within the western 
district and for export, together with the part fabricated by the 
railroads pertaining to transit became effective in all its parts 
on August 1. Questions about the legality of the rate structure 
other than the transit part of it were disposed of, for the time 
being at least, when the federal court at Chicago, on July 6, 
dissolved its restraining order. 

After the railroads were allowed until August 1 to prepare 
and file tariffs in compliance with the decision in 164 I. C. C. 
619, the only questions requiring Commission action within a 
limited time that could be raised were those relating to the 
transit rules, regulations and charges which had been prepared 
by the railroads in obedience to the admonition of the Com- 
mission to quit wasting their revenues by allowing what it 
deemed wasteful practices in connection with transit on grain, 
its products and by-products. 

When the railroads filed their tariffs hundreds of protests 
were filed against the transit rules and charges. Prior to that 
time many petitions for modification of the Commission’s deci- 
sion had been received. The requests for suspension of the 
tariffs pertaining to transit brought about an acute phase of the 
situation on July 31. It was necessary for the Commission to 
consider whether it would or would not suspend the transit 
tariffs. So many of the transit propositions were tied in with 
rates prescribed by the Commission that requests for suspen- 
sion and for modification had to be considered in the light of 
each other. Disposition of the requests for suspension had to 
be made not later than July 31. The Commission considered 
the whole matter on that day and decided to deny all the peti- 
tions and requests for suspension. 

Denial of the petitions and refusal to suspend did not 
mean that the Commission was satisfied with what had been 
done in purported compliance with its decision and admonition. 
They did mean, however, according to the understanding among 
those who kept in intimate touch with all phases of the matter, 
that the Commission felt that there would be less harm from 
refusal than from a reopening and suspension, even on what 
might have been deemed a minor phase of the whole subject. 
There was a feeling among the commissioners, it was said, that 
it was almost impossible to hold up any phase of the subject 
without holding up the whole case, thereby creating a strong 
probability of the whole matter of revising rates on grain going 
over for another year. 

Acknowledgment that the proposals of the carriers about 
transit were objectionable in some features was made several 
days before the refusal to suspend was announced by the dis- 
patch to Chicago of Examiners Mackley and Hall to work with 
railroad traffic and tariff men in devising changes in the transit 
tariffs in particular so as to eliminate some of the most ob- 
jectionable features. They reported only a short time before 
the Commission refused to suspend or modify that new tariffs 
on the subjects in hand would be filed by the carriers in a few 
days. 

Suspension of the transit tariffs the railroads probably would 
have thought an injustice to themselves because the Commis- 
sion, in answering some of their representations that they would 
lose millions in revenue, suggested that they could minimize the 
anticipated losses by changing their transit tariffs so as to 
exact reasonable charges in connection with transit and save 
expense by eliminating waste in the performance of service in 
connection with transit for which the Commission, in its report, 
said they were not receiving any or inadequate pay. 

Suspension of the transit tariffs applicable at one place or 
in one territory would have made the adjustment lop-sided. The 
transit tariffs were also so closely tied in with rates themselves 
that it would have been extremely hard, if not impossible, to 
have segregated the objectionable features without including 
also such features as were approved or at least not actively 
opposed by anybody. 

Allowing the whole structure to become effective, there- 
fore seemed to be the only way in which the matter could be 
handled with the minimum damage to what the Commission 
had tried to do and with the minimum of injury to the protest- 
ing markets or organizations of shippers. The Commission 
announced its conclusion on the matter in the following notice: 


The Interstate Commerce Commission today denied all petitions 
and requests for suspension of rates, rules and regulations filed 
under its orders in Docket No. 17000, Rate Structure Investigation, 
Part 7, Grain and Grain Products Within Western District and for 
Export to become effective August 1, 1931. 


Refusal to suspend or to hold up for modification any of 
the tariffs does not make it impossible for the Commission to 
deal with any and all phases of the subject. On its own motion 
it can bring before it any phase of the subject for further con- 
sideration either on the record as made or for further hearing 
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with the view to making adjustments. The thought is that it 
will find it necessary to make supplemental reports as was 
done in the southwestern revision and in many other of the 
general revision cases. 

The complexity of the subject matter will be recalled by 
those not compelled to bear it in mind all the time by the fact 
that ten of the eleven commissioners, when the report was 
made, felt constrained to set forth their views separately or 
by agreeing with one, who had so stated his views. (See Traffic 
World, August 2, 1930, p. 257.) Commissioner Farrell was the 
only one who voted on the issues without giving an expression 
of views on the subject in hand. The report was not credited 
to any commissioner. Commissioner Meyer, who had and still 
has charge of the case, expressed his views in a concurrence. 


A further reminder of the complexity of the subject is 
shown by the fact that nearly every commissioner, in his sep- 
arate view, used language from which it could be inferred that 
he believed the decision would cause a heavy loss in revenue. 
Commissioner Woodlock expressed the belief that the loss 
would be at least $15,000,000. Other views, though not a part 
of the record, suggested $20,000,000 or between $20,000,000 and 
$30,000,000. 

As a result of efforts put forth by Examiners Mackley and 
Hall the requirement in a Boyd tariff that the oldest billing be 
cancelled first at the annual cut-off period was eliminated. Ship- 
pers contended such a requirement would deprive them of 
transit on grain that they might buy long before the regular 
shipping season was begun for the purpose of filling particular 
requirements. 

The examiners also persuaded the carriers, parties to Boyd’s 
tariffs, to make more liberal provisions with respect to transfers 
of billing from the original consignee to others. As drawn, the 
tariffs limited transit to the original consignee or to the pur- 
chaser from him. In that way the transit privilege on a par- 
ticular shipment was limited to two’ persons. The tariffs, as 
changed at the solicitation of the examiners, provide that transit 
shall be given to any bona fide purchaser of the grain. 

Shippers who knew of the presence of the examiners in 
Chicago tried to persuade them and the railroads to eliminate 
restrictions on out-of-line and back-haul movements, but no 
substantial changes were made on that phase of the general 
subject. The Commission’s report severely condemned many 
long back-hauls and out-of-line hauls as wasteful and the rail- 
roads stood pat on the tariffs as filed. 


The tariffs resulting from the conferences between the 
examiners and the tariff publishing agents were filed on special 
permission and became effective on August 1, as if the revised 
revisions had been incorporated in the original tariffs. 


HONESDALE BRANCH 


After more than a century of service as a common carrier, 
the Commission, in Finance No. 8508, Delaware & Hudson Rail- 
road Corporation abandonment, has authorized the applicant 
to abandon a part of its Honesdale branch, in Lackawanna and 
Wayne counties, Pennsylvania. The part to be abandoned ex- 
tends from a point near Racket Brook to Honesdale Junction, 
a distance of 23.62 miles. The whole branch is a little less than 
28 miles long. This abandonment is as to freight service. Pas- 
senger service was abandoned in 1928. 

Part of the branch is to continue in operation in connection 
with the Erie, the Jefferson Railroad Co., a subsidiary, perform- 
ing service. 

The railroad of which the Honesdale branch is a part was 
chartered by New York in April, 1823, as the “President, Man- 
agers and Company of the Delaware & Hudson Canal Co.,” for 
the general purpose of supplying the markets of New York City 
and vicinity with anthracite. The company built a canal from 
Honesdale, Pa., to Rondout-on-the-Hudson, N. Y., which was 
completed and opened for traffic in 1828. To transport coal 
from Carbondale over the Moosic Mountain to Honesdale, a 
narrow-gauge gravity railroad, for which the necessary power 
on the upgrades was furnished by stationary steam engines, was 
completed in 1829. By this road freight, principally anthracite, 
was carried from Carbondale to the canal as Honesdale from 
1829 to 1898. 

The canal was abandoned in 1898 and the Honesdale branch 
was rebuilt as a standard gauge locomotive line. Trucks and 
busses have deprived it of most of its business, except at the 
end which is to be continued in operation by the Erie sub- 
sidiary. The record, the Commission said, showed that the line 
had been operated at a relatively large loss for several years 
and indicated no prospect of improvement in that regard. The 
road seemed, in the main, said the Commission, to have outlived 
its usefulness. The operation of the line is a burden upon the 
applicant’s resources and upon the interstate commerce carried 
on over the other portions of its railroad, the report says. 
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Proposed Reports in I. C. C. Cases 





STATE FERTILIZER RATES 


A proposal that the Commission condemn Mississippi intra- 
state rates on fertilizer and fertilizer materials has been made by 
Examiner H. W. Archer, in No. 23911, rates on fertilizers and fer- 
tilizer materials within the state of Mississippi, and on fertilizer 
materials within the state of Louisiana east of the Mississippi 
River. As to the Louisiana rates Examiner Archer said the 
Commission should find that it had not been shown that the 
intrastate rates in the part of the state east of the Mississippi 
resulted in violations of sections 3 or 13 of the interstate com- 
merce act. Archer said that an appropriate order should be 
entered requiring the removal of the unlawfulness in the rates 
in Mississippi. 

Specifically, Archer said that the Commission should find 
that undue prejudice existed against persons and localities in 
interstate commerce and unjust discrimination against inter- 
state commerce by reason of the intrastate rates is Mississippi. 

This proceeding was an outgrowth of Fertilizers Between 
Southern Points, 113 I. C. C. 389, referred to as No. 16295, the 
general southern fertilizer case. Generally speaking the rates 
prescribed in that case became effective on July 1, 1927, as to 
interstate business. Intrastate rates were likewise revised on or 
about that date to the interstate basis except in Alabama, Mis- 
sissippi. Louisiana east of the Mississippi River, in certain 
respects in Virginia, and on fertilizer materials in Florida. 

Mississippi and Louisiana considered the question of intra- 
state rates several times, but did not finally dispose of all the 
questions embraced in the matter. The Louisiana commission, 
however, disposed of the matter by bringing rates to the inter- 
state basis on all the commodities embraced within the list, 
except fertilizer materials east of the Mississippi River. Mis- 
sissippi, after several hearings before its commission, in Septem- 
ber, 1930, refused a second time to permit the railroads to make 
desired revision in their intrastate rates. Shortly thereafter the 
federal body instituted this proceeding. 

Examiner Archer said that while the reasonableness of the 
rates was not here involved, that issue of having been decided in 
the general case, it was of interest to note that it was shown in 
that proceeding that the Mississippi intrastate rates were, except 
in a few instances, lower, and in most cases substantially lower, 
than the rates in any other southern states. They were as a 
rule, he'said, even lower than the rates proposed by the shipping 
interests in the general case, and that there had been no upward 
revision in the rates under consideration. Archer said that the 
less-than-carload rates in Mississippi were 20 per cent higher 
than the intrastate carload rates, while under the No. 16295 
basis they were 30 per cent higher than the carload rates pre- 
scribed in that proceeding. Archer put into his report a table 
of rates showing advantages on intrastate shipments in Mis- 
sissippi in comparison with interstate shipments into Mississippi 
ranging from 55 to 95 cents a net ton. 

The Louisiana commission introduced no evidence, its 
position being that the carriers had failed to make out a case 
under the thirteenth section, and further that as fertilizer 
materials, particularly acid phosphate and nitrate of soda, were 
not produced in Mississippi there could be no prejudice to 
shippers in that state. Both acid phosphate and nitrate of soda, 
the examiner said, were to some extent applied directly to the 
soil as fertilizers, and there appeared to be no reasonable ground 
for placing those commodities on a preferred basis. However, 
he said, it had to be admitted that the evidence fell far short of 
showing that the intrastate rates in issue worked a hardship 
to interstate manufacturers or shippers. He said that the 
estimated yearly loss of less than $2,000 to the railroads by rea- 
son of the Louisiana rates could hardly be considered an undue 
burden on interstate commerce. 


PROPOSED REPORTS 


Fuller’s Earth 
No. 24151, Sinclair Refining Co. vs. A. T. & S. F. et al. By 
Examiner Phillip S. Peyser. Rates, fuller’s earth, Midway, 
Jamieson and Quincy, Fla., and Attapulgus, Ga., to Sand Springs, 
Okla., unreasonable to the extent they exceeded or may exceed 
$9.50 a net ton. New rates and reparation proposed. 


Zinc Residue 


No. 24419, Federated Metals Corporation vs. M. P. et al. By 
Examiner Carl ‘A. Schlager. Dismissal proposed. Rate, one car- 











load, zinc residue, Denver, Colo., to St. Louis, Mo., inapplicable. 
Applicable rate, $9 a net ton, not unreasonable. 


Scrap Leather 


No. 24347, American Salpa Corporation vs. Pennsylvania. 
By Examiner Carl A. Schlager. Rate, one carload, scrap leather, 
Philadelphia, Pa., to Spotswood, N. J., inapplicable. Applicable 
rate, 14.5 cents, not unreasonable. Reparation of $10.33 pro- 
posed. 

Lumber 

No. 24226, Flora Saw-Mill Co. et al. vs. C. & E. et al. By 
Examiners J. O. Cassidy and John Davey. Dismissal proposed. 
Rates, lumber, Bourbon and Columbia City, Ind., to Sterling, IIL, 
and Zeeland, Mich., not unreasonable or otherwise unlawful. 


Corrugated Paper Boxes 


No. 24078, Carglina Cotton and Woolen Mills Co. et al. vs. 
Southern et al. By Examiner Harris Fleming. Present rate, 
corrugated paper boxes, knocked down flat, Richmond, Va., to 
Spray and Leaksville, N. C., not unreasonable, but rate of 43 
cents in effect in a part of the period of movement unreasonable 
to the extent that it exceeded 37 cents. Reparation proposed, 
on any prepaid shipments not barred by the two year limitation, 
on which complainant bore the freight charges at the rate pro- 
posed to be found unreasonable. 


Empty Primed Shells 


No. 24865, Federated Cartridge Corporation vs. C. B. & Q. 
et al. By Examiner Carl A. Schlager. Dismissal proposed. Rate, 
empty primed shells, carloads, East Alton, Ill., to Anoka, Minn., 
not unreasonable. 


D. T. & I. UNIFICATION 


Whether control of the Detroit, Toledo & Ironton, by the 
Pennsylvania, through the agency of the Pennroad Corporation, 
is compatible with the public interest can be determined only 
after appropriate proceedings under the applicable provisions of 
the interstate commerce act in the opinion of Examiner A. C. 
Devoe, expressed in a proposed report in Finance No. 8683, 
Detroit, Toledo & Ironton Railroad Co. proposed unification and 
securities. Devoe has recommended that the application of the 
Detroit, Toledo & Ironton Railroad Co., to unify the properties 
composing that railroad system, be denied on the ground that 
such unification has not been shown to be in the public interest. 

The railroad company asked permission to acquire the lines 
of the Detroit & Irontan Railroad Co. and of the Toledo-Detroit 
Railroad Co., to issue 180,336 shares of the common stock and 
$10,776,000 of first and refunding mortgage gold bonds, series A. 
The examiner set forth in detail the various operations by which 
the applicant would unify the three parts of the Detroit, Toledo 
\& Ironton and reduce the capitalization of the unified property 
from $41,578,400 to $41,278,400, a decrease of $300,000. 

Inability of the applicant to furnish information requested at 
the first hearing caused the Pennroad Corporation to present a 
witness who provided the information. In view of obstacles to 
financing the capital expenditures made upon the properties of 
the three companies, now being operated as a unit, the examiner 
said it would appear to be desirable to have a financial structure 
whereby expenditures made upon the properties of any of the 
three companies could be readily financed. It has not been 
shown, said the examiner, that the proposed plan was the only 
one available to accomplish such results. 

After setting forth the facts about the organization of the 
Pennroad Corporation the examiner said that “from the record 
it is clear that the Pennroad is merely an agency of the Pennsyl- 
vania, that as such agency it has acquired control of the appli- 
cant, the D. & I., and the Toledo-Detroit, and that for all prac- 
tical purposes the Pennsylvania, through this agency, now con- 
trols the three companies.” 

“The Commission, in effect,” continued Devoe, “is asked to 
recognize the lawfulness of this control by authorizing the 
applicant to issue its stock and bonds, all of which, with the 
exception of four shares of stock, would be delivered to the 
Pennroad.” 

The Commission, Devoe said, had prescribed the procedure 
to be followed in filing applications under sections 5 (2) and 
5 (6) of the interstate commerce act. 

“Control of the applicant and its affiliated companies was 
not effected pursuant to either of these provisions,” says the 
report. “To authorize the applicant to issue its securities as 
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proposed would, in effect, be recognizing the Pennroad as the 
lawful owner of the securities in exchange for which the pro- 
posed securities are to be issued, and the acquisition by the 
Pennroad of control of the applicant and its affiliated companies 
as a lawful acquisition. It is clear that this control has been 
acquired in the interest of the Pennsylvania and that it will be 
exercised in the interest of the Pennsylvania. It is also clear 
that the Pennsylvania, through the agency of the Pennroad, can 
exercise full control over the applicant and its affiliated com- 
panies. Whether such control is compatible with the public 
interest can be determined only after appropriate proceedings 
under the applicable provisions of the act. 

“As the issue of the securities in recognition and perpetua- 
tion of such control can not in this proceeding be found to be 
compatible with the public interest, it is recommended that the 
application be denied.” 

Devoe pointed out that in the Commission’s complete con- 
solidation plan, 159 I. C. C. 522, a half interest in the D. T. & I. 
was allocated to system No. 7, Wabash-Seaboard, and the other 
half, both undivided, was allocated to system No. 5, Baltimore & 
Ohio. 

The examiner quoted facts about the Pennroad taken from 
House Report No. 2789, 7ist Congress, 3rd Session, In the Matter 
of Regulation of Stock Ownership in Railroads, to show that the 
power of the Pennroad Corporation was vested in three trustees 
appointed under a voting trust and having all the powers of 
absolute owners of the stock, including the full and unqualified 
right and power to vote for every purpose and to consent to 
any corporate action of the corporation. They might adopt 
their own rules of procedure, he said, and at any of the meet- 
ings vote in person or by proxy given to any other voting trustee 
or to any other person, and might give a power of attorney to 
any other voting trustee or to any other person to sign for the 
trustees any instrument expressing the action of the voting 
trustees. He said that the original trustees were W. W. Atter- 
bury, Effingham B. Morris, and Jay Cooke, who also were 
directors of the Pennsylvania. The present trustees, Hxaminer 
Devoe said, were Effingham B. Morris, James S. Alexander, and 
Joseph Wayne, Jr., only the first of whom was a director of the 
Pennsylvania. 

“While the testimony is that the other trustees are not con- 
nected with the Pennsylvania, the record does not disclose 
whether they have an interest in the Pennroad other than as 
voting trustees,” said the examiner. 


KANSAS CITY TERMINAL PLANS 


Authority for construction and abandonment of rail lines 
in Kansas City, Mo., the result of which will be to facilitate 
the movement of traffic by the Kansas City Southern and the 
Missouri Pacific in that congested city, has been granted by the 
Commission, division 4, in Finance No. 8480, Kansas City Ter- 
minal Railway Co. construction. This report also embraces 
Finance No. 8714, acquisition of control by Kansas City Ter- 
minal Railway Co., and Finance No. 8096, Kansas City Southern 
Railway Co. proposed construction. 

Application by the Kansas City Southern to construct and 
abandon tracks in the congested area brought opposition from 
the terminal company, the Chicago & Alton, the Burlington and 
the Missouri Pacific. The Kansas City Southern asked permis- 
sion to build about 4,600 feet and abandon about 3,000 feet, 
the latter being its so-called high line, on the bluffs, on which 
it handled a considerable part of its traffic oved a difficult route. 

The terminal company, in the title case, also applied for 
authority to extend its line by means of a double track about 
4,500 feet long. The proposed lines of the Kansas City South- 
ern would have created three new grade crossings over existing 
lines and a fourth over the proposed line of the terminal com- 
pany, the new line of the terminal company closely paralleling 
the proposed line of the Kansas City Southern. 

Three-cornered negotiations resulted in a compromise un- 
der which the terminal company would do the building. The 
report, in substance, approves the compromise. The terminal 
company is to build and also to acquire a part of the Missouri 
Pacific tracks, by lease. The Kansas City Southern is to oper- 
ate over the new and leased line of the terminal company. The 
Commission has denied the application of the Kansas City 
Southern for permission to bulid, without prejudice to the re- 
newal in case the terminal company fails to construct the ex- 
tension of its line as authorized and lease the property neces- 
sary to the completion of its plan. 

Land and new construction call for an outlay of about 
$1,540,000, of which about $700,000 is counted as the cost of 
construction. Execution of the compromise plan will give the 
Missouri Pacific two main tracks for its use and the Kansas 
City Southern two for its use. The report said that the ter- 


minal company, by partly bridging the gap between the ends 
of its double track between Gillis street and St. Louis avenue, 
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the four-track line would carry out, in part, an obligation im- 
posed upon the terminal company by its franchise from Kan- 
sas City. The report also said that when the belt line was 
completed it was believed that the proposed line would be 
extensively used by carriers other than the Kansas City South- 
ern and the Missouri Pacific. Further, the report said the ex- 
tended line would also afford an alternative route for passenger 
trains into the union station and a route for those which did 
not enter the station. 


. HOUSTON TERMINAL PLANS 


The Commission, by division 4, in Finance No. 8620, Texas 
& New Orleans Railroad Co. et al. operation, and No. 8791, Har- 
ris County-Houston Ship Channel Navigation District acquisi- 
tion, has authorized the execution of the plans of the trunk 
lines entering Houston, Tex., and the municipal corporation in 
charge of the waterfront properties of Harris County for the 
improvement of the railroad terminal facilities on the Houston 
ship channel. One of the main parts is the construction of a 
railroad line, 12,700 feet long, to complet® a railroad terminal 
facility enabling all the lines entering the Houston district to 
reach existing industries and to take care of expected indus- 
trial development in the area where an industry is now served 
by merely one railroad. 

It is the plan of the municipal organization to construct 
the additional tracks and the trunk lines to operate over them. 
The industries to be reached by the improved terminal property 
are oil refineries and barge loading and unloading facilities, 
now served only by the Texas & New Orleans and the Beau- 
mont, Sour Lake & Western, the latter reaching the area over 
a spur from a railroad recently acquired by the municipal cor- 
poration, which expected to spend $133,157 on its project of 
new construction and rehabilitation. No financing by the rail- 
road, the report said, was necessary. 

“Additional territory to be served is expected to be devel- 
oped by the extension of operations herein proposed,” says the 
report, “as Houston is a rapidly growing port, with large op- 
portunities for development along the ship channel. It is rep- 
resented that the extension herein considered is the result of 
conservative anticipation of early growth and development 
coupled with an immediate necessity for actual service to and 
from the existing industries on the waterfront.” 

Technically set forth, the Commission has issued a cer- 
tificate authorizing the extension of operations of the Texas & 
New Orleans, the International-Great Northern, the St. Louis, 
Brownsville & Mexico, the Beaumont, Sour Lake & Western, 
the Gulf, Colorado & Santa Fe, the Missouri-Kansas-Texas of 
Texas and the Burlington-Rock Island over the railroad track- 
age to be acquired and/or constructed by the Harris County- 
Houston Ship Channel Navigation District in Harris county, 
Tex.; and authorizing the navigation district to acquire and 
construct trackage in Harris county. 

The trunk line systems that are authorized to extend their 
operations over the municipal facilities, by reason of the au- 
thority given their subsidiaries, are the Southern Pacific, the 
Missouri Pacific, the Santa Fe, the Katy, the Burlington and 
the Rock Island, the two last mentioned getting into the new 
area over their jointly owned line, Burlington-Rock Island, for- 
merly the Trinity & Brazos Valley. The name of the latter 
was changed last year. 


L. D. & E. ACQUISITION 


The Commission, by division 4, in Finance No. 8609, Lake 
Decatur & Eastern Railroad Co. proposed acquisition, has denied 
the application of the carrier mentioned to acquire by lease 
and operate railroad lines near Decatur, Ill., now owned by the 
A. E. Staley Manufacturing Co. The property consists of 2.41 
miles of main tracks and 15.32 miles of side tracks. The 
applicants also asked for permission to retain excess earnings 
derived from the proposed operation. A similar application has 
been favorably acted upon by the Illinois Commerce Commission 
as to intrastate traffic. 

According to the application the manufacturing company 
desires to retire from the transportation service and to lease 
its facilities to the applicant to the end that all the service of 
transportation in connection with the movement of traffic to 
and from its plant and between the various carriers be con- 
ducted by the applicant as a common carrier. Officers of the 
Staley Company, the report said, subscribed for about 80 per 
cent of the stock of the applicant. The new company was to 
pay the owner a rent of $73,917.17 a year in monthly install- 
ments, the rent being fixed at 6 per cent of the appraised value 
of the railroad property, $1,055,959.57. 

The Commission said that, based solely on the estimated 
number of cars to be handled the first year in terminal switch- 
ing service at the suggested rate of $4.75 per car, the applicant 
would receive revenue approximately $100,000 in excess of the 
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amount now paid at the present time to the Staley Company 
as allowance for performing spotting service for itself. The 
trunk lines, the report said, interposed no objection to the grant 
of the application. A witness for the Wabash, the report said, 
declared in substance that the trunk lines were not opposing the 
application because it was assumed that whatever allowance 
was accorded the applicant for the service performed would be 
reasonable and that it was anticipated that if and when new in- 
dustries were located adjacent to the line of the applicant, new 
traffic would be obtained. 

“Stated differently,” says the report, “they are willing to 
lose $100,000 a year at the present time in anticipation of secur- 
ing some new traffic at some time in the distant future.” 

The Commission called attention to the attitude of opposi- 
tion it had taken in respect of the construction and operation of 
industrially controlled short lines to act as feeders of trunk 
lines. It also called attention to the fact that the Illinois 
Central, Illinois Terminal, and Pennsylvania, in 1930, con- 
structed a joint track approximately 1,800 feet in length to con- 
nect with an extension of the Staley trackage without having 
filed an application for a certificate authorizing the construction 
of such joint track. Neither the Pennsylvania nor the Illinois 
Central applied, it added, for a certificate authorizing an ex- 
tension of their operations for approximately 2.5 miles over the 
Illinois Terminal, where a connection was made with the joint 
track. The Commission said further that nothing herein stated 
should be construed as an approval of the allowance now 
accorded the Staley company for the spotting of cars either at 
its own plant or that of the Mississippi Valley Structural Steel 
Co. 

One of the objects sought, by those interested with the 
Staley Company in the project, was the creation of an area in 
which there should be industrial development. The Commission 
said that if the hopes of the applicant and the civic organiza- 
tions of Decatur were realized, and the area adjacent to the 
Staley company’s tracks developed industrially, there would be 
need for transportation service. But, it added, such service 
should be performed by a bona fide common carrier unhampered 
by affiliation of any kind with the Staley company or any other 
industry. 


UNCONTESTED FINANCE CASES 


Supplemental report and order in F. D. No. 6613, authorizing the 
acquisition by the Michigan Central Railroad Company and the New 
York Central Railroad Company, lessee, of control of the railroad 
properties of the Detroit Manufacturers’ Railroad, under lease, previ- 
ous report, 138 I. C. C. 33, approved. 

Report and order in F. D. No. 8911, authorizing the Minneapolis, 
St. Paul & Sault Ste. Marie Railway Company upon surrender of 
$12,500,000 of first refunding mortgage bonds, series A, 6 per cent for 
cancellation, to procure the authentication and delivery of not exceed- 
ing $12,500,000 of first refunding mortgage bonds, series B, 5% per 
cent approved, 

Supplemental report and amended certificate in F. D. No. 1283, 
Charles City Western Railway Co., extending maturity of loan under 
section 210 to 15 years from July 1, 1921, and authorizing substitution 
of collateral, approved. 

Report and order-in F. D. No. 8889, authorizing the Charles City 
Western Railway Co. to issue not exceeding $350,000 of first-mortgage 
6 per cent gold bonds, $119,200 to be used to retire first-mortgage 
gold notes and the remainder to be pledged as collateral security for 
loans, approved. ; 

Report and order in F. D. No. 8845, authorizing (1) the Phila- 
delphia, Baltimore & Washington Railroad Company to issue $5,- 
800,000 of general mortgage gold bonds, series D; said bonds to be 
delivered at par to the Pennsylvania Railroad Company in partial 
reimbursement for advances made by that company which were 
used for capital purposes, condition prescribed (Provided, however, 
and authority to issue said bonds is granted upon the express condi- 
tion that they shall be redeemable as a whole on June 1, 1941, at 
a premium of not exceeding 7% per cent of their principal amount 
and thereafter at gradually diminishing premiums for stated peri- 
ods, with accrued interest in each case, such subsequent premiums 
to be subject to the further approval of this commission); and (2) 
the Pennsylvania Railroad Company to assume obligation and ,lia- 
bility, as lessee, in respect of said bonds, approved. 


Report and order in F. D. No. 8880, authorizing the North Plains 
and Santa Fe Railway Company to issue a registered first mortgage 
6 per cent gold bond, series A, for $4,000,000, to be delivered to the 
Aitchison, Topeka & Santa Fe Railway Company in satisfaction of a 
like amount of the applicant’s indebtedness to that company for 
advances for capital purposes, approved. 


FINANCE APPLICATIONS 


Finance No. 8933, Boston & Maine Railroad and Central Vermont 
Railway, Inc. First mentioned asks authority to acquire right to 
use the tracks of ‘the latter between White River Junction and 
Windsor, -Vt., @ distance of 14 miles. Central Vermont asks authority 
to acquire rights over the B. & M. between Windsor and Brattleboro, 
Vt., a distance of 49 miles, the exchange of rights to be for a period 
of 30 years. The proposal is to continue in effect an arrangement 


that has been in use for more than 40 years by year to year agree-~ 


ments. 

Finance No. 8931, application of the St. Louis Southwestern to 
assume obligation or liability in respect of the deposit and pledge of 
$13,490,000 of its first terminal and unifying mortgage bonds, together 
with $600,000 of Southern Illinois and Missouri Bridge and $511,000 
of first and refunding mortgage bonds of the Paragould Southeastern 
Railway Co. The bonds other than the $13,490,000 have been deposited 
as additional collateral for notes of the applicant aggregating $9,000,000, 
held by banks in New York and St. Louis. The banks thought that 
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the $12,376,000 of bonds did not, under present market conditions, 
constitute adequate collateral for the notes. 

No. 8932, Central Pacific and Southern Pacific ask authority to 
abandon the Candelaria branch between Filben and Candelaria, 
Nev., a distance of 5.23 miles. The branch was built to serve a 
mining district which is no longer being operated and which has no 
— of resumption such as to warrant continued use of the 
ranch, 

Finance No. 8928. Youngstown & Suburban Railway Co. asks 
authority to operate a transfer connection with the Lake Erie & 
Eastern (N. Y. C. subsidiary) at Youngstown, O., in order that inter- 
change of traffic may be made direct between applicant and N. Y. C. 
system lines instead of being intermediately switched by the Penn- 
Sylvania as in the past. 

Finance No. 8929. Denver & Rio Grande Western Railroad Co. 
asks authority to abandon a branch line from Howard to Calcite, in 
Fremont county, Colo., less than 6 miles. 

Finance No. 8930, Wabash Railway Co. asks authority to pledge 
as security for its promissory notes, aggregating not more than 
$10,000,000 and maturing not more than two years from the date or 
dates thereof, $508,000 of its first lien fifty-year 4 per cent terminal 
gold bonds; 258,929 shares of the common stock of the Lehigh Valley 
Railroad Co., 1,217 shares of the common stock of the American 
Refrigerator Transit Co. and 8,250 shares of capital stock of the 
New Jersey, Indiana & Illinois Railroad Co. The proceeds of the 
proposed notes are to be used to + a 4 $8,450,000 borrowed from 
New York and St. Louis banks and the remainder for its cash 
requirements in July, 1932. The company is negotiating for a single 
loan of $10,000,000 to take the place of smaller loans from the banks. 

Finance No. 4275, supplemental, Panhandle and Santa Fe Rail- 
way Co. asks authority to change and correct its lease on the 
property of the Pecos and Northern Texas Railway Co. 

Finance No. 5226, supplemental, Panhandle and Santa Fe Rail- 
way Co. asks authority to change and correct its lease on the 
property of the South Plains and Santa Fe Railway Co. 

Finance No. 6041, supplemental, Panhandle and Santa Fe Rail- 
way Co. asks authority to change and correct its lease on the 
property of the Pecos River Railroad Co. 

Finance No, 6852, supplemental, Panhandle and Santa Fe Rail- 
way Co. asks authority to change and correct its lease on the prop- 
erty of the Clinton-Oklahoma-Western Railroad Co. of Texas. 

Finance No. 6852, supplemental, Panhandle and Santa Fe Rail- 
way Co. asks authority to change and correct its lease of the 
property of the Clinton and Oklahoma Western Railroad Co. 


PETITIONS FOR REHEARING, ETC. 


No. 9702, Memphis Southwestern Investigation Commodity Rates, 
and 13535, Consolidated Southwestern Cases. St. Louis-San Fran- 
cisco asks modification of orders. 

No. 21384, Mississippi Pulp & Paper Co. vs. B. & M. et al. 
Complainant ask reconsideration or re-argument before entire Com- 
mission, 

No. 23541, Sonken-Galamba Corporation vs. C. R. I. & P. et al. 
Defendants ask reconsideration by entire Commission, vacation and 
dismissal of complaint. 

I. & S. No. 3625, Sand, Gravel, Stone, Chert and Other Com- 
modities in Southern territory. Respondents have filed a motion to 
cancel the suspension order issued on July 13, and permit the rates 
to become effective. 

No. 23194, D. E. Ryan Company vs. C. & N. W. et al. Defend- 
ants ask for reopening and reconsideration. 

No. 23793, Union Underwear Company, Inc., vs. Southern Ry. et 
al. Defendants ask for reconsideration by the entire Commission 
in so far as the finding of misrouting is concerned. 

Nos. 14865 and 21430, Hinde & Dauch Paper Co. vs. C. C. C. 
& St. L. et al. Complainant asks for reopening and reconsideration 
upon the present record. 


No. 23289, F, Craven Company et al. vs. Alton & Eastern 
R. R. et al. Complainants ask for rehearing, reconsideration and 
reargument. 


No. 15234, In the matter of divisions of freight rates in western 
and mountain-Pacific territory. The Minneapolis, St. Paul & Sault 
Ste. Marie has asked for a rehearing with respect only to divisions 
of joint rates via Kansas City, St. Louis, East St. Louis, Cairo, Gale 
and Thebes gateways between points in the southwest on one hand 
and points on its line in North Dakota, South Dakota and Minnesota 
on the other hand. 

No. 15879, Eastern Class-Rate Investigation. The Jefferson South- 
western Railroad Co. has asked the Commission to exempt its line 
from the findings therein. 

No. 16565, and Sub No. 1, Lone Star Gas Co. vs. A. B. & A. Ry. 
et al. Railroads operating in southern territory have asked that the 
proceeding be reopened for reconsideration. 

No. 24042, Pennsylvania Dixie Cement Corporation vs. N. Cc. & 

The complainant asks for reconsideration of the Com- 


St. L. Ry. et al. 
mission’s order of June 2, 1931. 

No. 24501, Arkansas Fertilizer Company vs. C. R. IL & P. Ry. 
et al. The defendants have asked for dismissal of the complaint. 

No. 22281 (and related cases), Union Gas & Electric Company 
et al. vs. L. & N. R. R. et al. The Louisville & Nashville asks for 
reconsideration and modification of the Commission’s decision, and 
postponement of the effective date of the order. 

No. 23179, Ohio Valley Refining Co. vs. Seaboard Air Line et al. 
Complainant asks for partial reconsideration by the entire Com- 
mission with respect to reparation on shipments moving prior to 
March 1, 0. 

No. 23496 (and Sub. No. 1), Covey-Ballard Motor Company vs. 
Alton & Southern et al. Defendants ask for postponement of the 
effective date of the Commission’s order until the petition for 
reopening and reconsideration of this proceeding has been passed 


upon. 

No. 24562, Arizona Hay Traffic Association et al. vs. Abilene & 
Southern et al. The carriers move for an order dismissing the 
complaint; or to require the complainants to make the complaint 
more definite and certain. 

No. 13535, Consolidated Southwestern Cases. The Oil and Gas 
Well Supply Tra ffic Association, intervener, asks for reconsideration 
and further hearing in respect to the reasonableness of rates pre- 
scribed on oil well supplies and rig irons, in carloads. 


COMMISSION ORDERS 


No. 22450, Mississippi Vegetable Shippers’ Bureau et al. vs. A. 
& R. et al., and cases grouped therewith. Petitions therein, filed 
by certain complainants, for reconsideration, etc., solely in respect 
of reparation denied. 
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No. 17000, part 4, petroleum and petroleum products, and No. 
18458, General petroleum investigation. All outstanding orders in 
cases previously decided by this Commission are vacated and set 
aside in so far as they are inconsistent with findings in above- 
entitled proceedings. 

No. 23016, El Paso Freight Bureau et al. vs. A. T. & S. F. et al. 
Order modified only in so far as it requires the establishment of 
rates to Deming, N. M., to become effective on August 4, 1931, upon 
not less than one day’s notice instead of 30 days’ notice. 

No. ‘21755 (Sub. No. 1), Moline Consumers Company vs. C. B. & 
Q. Proceeding reopened for further hearing with respect to right of 
rece to an award of reparation on shipments from Yorkville, 
Il 


No. 21978 (and Sub. No. 1), Manassa Timber Co. vs. Frisco et 
al. Proceeding reopened for reconsideration with respect to the 
lawfulness of the rates on piking, carloads, from Caraway, Draffen, 
Mandalay and Steir, Ark., to Chester, Ill., via the St. L. S. W. to 
Thebes, and M, P. beyond. 

No. 24508, New England Fuel & Transportation Co. et al. vs. 
Alabama Great Southern et al. The Tennessee Products Corpora- 
tion has been permitted to intervene. 

No. 13535 et al., Consolidated Southwestern Cases. The fifth para- 
graph on sheet 2 of the Commission’s order of June 21, 1928, as 
amended, is further amended by striking therefrom the words ‘west 
of the Mississippi River.”’ 

Finance No. 4776, Construction of line by Meridian & Bigbee River 
Ry. Co. The Commission has further extended to December 31, 1932, 
the time prescribed in its certificate authorizing the Meridian & 
Bigbee River Railway to complete the construction of its new line. 

|. & S. No. 3616, Export charges on export grain at New Orleans, 
La. The petition of New Orleans Public Belt Railroad for vacation 
of the suspension order, denied. 

No. 17000, part 2, et al., Western Trunk Line Class Rates. The 
Lake Champiain & Moriah Railroad Company has been exempted 
from the requirements of the Commission’s order of June 27, 1931, 
in so far as it requires that respondent establish, maintain or par- 
ticipate in joint class rates. 

No. 17000, part 2, et al., Western Trunk Line Class Rates. The 
petition filed by The Manufacturers’ Association and the Chamber 
of Commerce of Lancaster, Pa., for reopening and modification of the 
——_ with respect to the grouping of Lancaster county points, 
denied. 

No. 17535, Higginbotham-Bartlett Co., Inc., et al. vs. A. & V. et al. 
Complainants’ petition for further hearing, denied. 

No. 17650, Sub. No. 1, Burger Iron Co. vs. B. & O. et al. 
plainant’s petition for reopening and reconsideration denied. 

No. 19414 (and Sub. Nos. 1 to 7), Caruso, Rinella, Battaglia Co., 
Inc., vs. Nor. Sou R. R. et al. Complainant’s third petition for re- 
hearing, denied. 

No. 20806, Frank R. Gooding et al. vs. O. S. L. R. R. et al. Pro- 
ceeding reopened for reconsideration solely with respect to commod- 
ities as to which the parties agreed rates should be established to 
comply with the previous order of March 18, 1931. 

No. 21142, Jackson Traffic Bureau vs. A. C. L. R. R. et al. The 
Commission has vacated and set aside its order of May 20, 1929. 

No. 21144, Williamson-Halsell-Frasier Co. et al. vs. O. S. L. 
R. R. et al. Complainants’ and defendants’ petitions denied, but 
proceeding reopened for further hearing in connection with I. & S. 
No. 3561, Dried Beans and Peas from Rocky Mountain states to 
Southwestern territory. 

No, 22072, United Paperboard Co., Inc., vs. Ann Arbor R. R. et 
al. The Commission’s order of November 24, 1930, as modified, has 
been further modified to become effective on December 3, 1931, upon 
not less than 30 days’ notice. 

No. 22196 (and Sub. Nos. 1 to 7), Will Mayfield College vs. C. & 
E. I. Ry. et al.; No. 22613 (and Sub. Nos. 1 to 5), J. B. Gutzwiller 
Coal Co. vs. Mo. Pac. R. R. et al.; No. 22507, Wallace Coal Co. vs. 
Ill. Cent. et al.; and No, 22516, Federal Compress & Warehouse Co. 
et al. vs. C. & E. I. et al. Proceedings reopened for reconsideration 
in so far as they concern rates from western Kentucky. 


No. 22523 (and Sub. Nos. 1 to 5), Kokomo Steel & Wire Co. vs. 
Alton & Southern et al. Complainants’ petition for oral argument 
before the entire Commission denied. 


No. 22665, California Pine Box Distributors et al. vs. Santa Fe 
et al. Complainant’s petition for modification and reconsideration 
denied. 

No. 22684, Hulen-Toops Company vs. C. C. Cc. & St. L. et al. 
Complainant’s petition for reconsideration upon the record as made 
denied. 

No. 23089, Michigan Canners’ Ass’n vs. B. & O. et al. 
ant’s petition for reargument and reconsideration denied. 

No. 23108, Allied Oil Co., Inc., vs. A. C. & Y. Ry. et al. Com- 
plainant’s petition for rehearing, reconsideration and argument 
denied. 

No, 23236, Alabama Rock Asphalt, Inc., vs. Akron & Barberton 
Belt R. R. et al. Complainant’s and intervener’s petition for rehear- 
ing and reconsideration, and defendants’ petition for reconsideration 
denied. 

No. 23441, Western Burlap Bag Company vs. N. Y. C. R. R. 
Complainant’s petition as to its,complaint which was dismissed on 
February 9, 1931, for want of prosecution, that the case be rein- 
stated on the Commission’s docket and reset for hearing, denied. 

No. 23451, Hudson Glass Co. vs. N. Y. N. H. & H. et al. Pro- 
ceeding reopened for reconsideration. 

No. 24027, Brunswick-Balke-Collender Co. et al. vs. C. G. W. R. 
R. et al. Complainants’ petition for rehearing and consolidation 
with No. 24525, or for the extension of the date for filing excep- 
tions, denied. 


Com- 


Complain- 


No. 24080, A. B. Marcus et al. vs. St. L.-S. F. Ry. et al. Com- 
plainant’s petition for rehearing denied. 
No. 24245, Badger Paper Mills, Inc., vs. C. & N. W. et al. The 


Commission has overruled the defendants’ motion to dismiss the 
complaint for failure to prosecute. 

No. 24410, The Cleveland Chamber of Commerce vs. Santa Fe et 
al. The Kohrs Packing Company permitted to intervene. 

No. 24453, General Motors Corporation et al. vs. Ann Arbor et al. 


The Reo Motor Car Company permitted to intervene. 


Ro. 24532, Peerless Tulsa Company vs. B. & O. R. R. et al. The 
Wheeling Steel Corporation permitted to intervene. 
No. 24052, Ware Brothers Agency vs. B. & O. R. R. et al. The 


Commission’s order of May 28, 1931, by its terms effective on or 
before September 8, 1931, has been postponed until further order 
of the Commission. 

No. 22881, Chamber of Commerce of Sapulpa, Okla., vs. St. L.- 
S. F. Ry. et al. The Commission’s order of June 15, by its terms 
requiring the construction of a suitable track at Sapulpa, Okla., for 
the interchange of traffic between the Frisco and the Oklahoma Union 
Railway, modified so as to require that the track connection shall be 
constructed on or before November 1, 1931. 
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No. 17000, Part 3 (and related cases), Rate Structure Investiga- 
tion on Cotton. The Commission’s order of July 14, by its terms 
effective on October 26, 1931, has been modified so as to become effec- 
a. on or before September 15, 1931, upon not less than one day’s 
notice. 

No, 22415, Wichita Falls Chamber of Commerce on behalf of Em- 
pire Paper Factory vs. C. & E. I. Ry. et al. The Minnesota and 
Ontario Paper oe yd (E. W. Backus, E. W. Decker and C. R. 
Fowler, receivers) as been permitted to intervene. 

No. 23093, Sub. No. 19, B. F. Bowen et al. vs. Santa Fe et al. 
The Shell Petroleum Corporation has been permitted to intervene. 

No. 24413, Eel River Coal Company et al. vs. Alton & Eastern 
R. R. et al. The Southern Coal Company, Inc., has been permitted 


to intervene. 

No. 24511, Shell Oil Company vs. Santa Fe et al. The Champlin 
Refining Company has been permitted to intervene. 

Finance No. 8896, Application of Gulf & West Texas Ry. Co. for 
certificate to construct an extension of its line of railroad in Texas. 
_— ~ te tenga & Northern Railway Company has been permitted 
o intervene. 


PROTEST GASOLINE REDUCTIONS 


Midcontinent petroleum refiners, members of the Midcon- 
tinent Rail Shippers’ Association, have asked the Commission to 
suspend tariffs of Illinois territory lines proposing reductions 
on refined petroleum products ranging from one to three cents 
a 100 pounds on the ground that the rates proposed would be 
unduly preferential of refiners in Illinois territory and unduly 
prejudicial against the midcontinent. 

The tariffs, effective August 15 and later dates, carry a nota- 
tion to the effect that they were filed to meet motor truck com- 
petition. The protestants suggest that the tariffs are out of line 
with the position taken by the railroads in Ex Parte 103. The 
protesting association, which wired its objections to the Com- 
mission, claims to have a membership of fifty odd refining com- 
panies operating fifty-eight refineries with a combined daily 
refining capacity of 307,700 barrels. They ask suspension of 
supplement 14 to C. & N. W. I. C. C. 9854, supplement 24 to 
Illinois Central I. C. C. A-10306, supplement 15 to A. T. & S. F. 
I. C. C. 9308, supplement 11 to C. B. & Q. I. C. C. 16999, supple- 
ment 6 to C. M. St. P. & P. I. C. C. (B-6070, original C. M. St. P. 
& P. I. C. C. B-6166, all scheduled to become effective August 
15, also, supplement 5, C. & A. I. C. C. A-2019, scheduled to be- 
come effective August 20, supplement 5, Soo Line I. C. C. 6385, 
scheduled to become effective August 27, in so far as the 
schedules reduce the rates on pertoleum and its products from 
Chicago, St. Louis, Mississippi River and other adjacent refining 
points to Illinois, Wisconsin and continguous destinations. 

In part the protest said: 


Also trust Commission will see fit to suspend any other Illinois 
or central freight association lines issues carrying similar reduc- 
tions, which issues nor information connection therewith we have not 
been able secure. 

Supporting this petition your petitioner submits its members are 
engaged in shipping extensively pretroleum and its products from 
the midcontinent territory to destination territory included in above 
mentioned schedules. These reduced rates are in violation of sections 
1, 2, and 3 of the interstate commerce act in that they are unduly 
low, unjustly preferential to refiners serving, and gasoline pipe line 
owners reaching destination points involved and unreasonably preju- 
dicial to and discriminatory against your petitioner whose members 
ship from the midcontinent field. It is not consistent for these carriers 
to publish such drastic reductions on this traffic while at the same 
time under Ex Parte 103 | seek a blanket increase of fifteen per 
cent in all rates, including oil, and they should not be allowed until 
Commission has been satisfied in connection with Ex Parte 104 or 
at least until carriers have convinced Commission of absolute necessity 
to publish these rates to meet truck competition as is purportedly 
to be their reasons therefore. On sheet 6 Commission’s mimeographed 
supplemental order No. 17000, Part 4-A (Hoch-Smith petroleum), 
decided June 2, 1931, statement is made you believe carriers should 
be permitted meet competition of other transportation agencies pro- 
vided rate is compensatory and no unlawfulness created, which con- 
sideration should also be given here. Wherefore, petitioner protests 
against such schedules and prays that the Commission enter an order 
suspending them for an investigation and hearing continuing in force 
and effect the present rates as published in the original tariffs and 
oa supplements pending decision and order of the 

ommission., 


WHITESTONE. BRANCH SUIT 


The Transit Commission of New York, in equity No. 61-147, 
Transit Commission et al. vs. United States, Long Island Rail- 
road Co. and Interstate Commerce Commission, has asked the 
federal court for the southern district of New York to enjoin 
and annul the order of the Commission in Finance No. 7353, 
Long Island Railroad Co. abandonment, permitting the railroad 
mentioned to abandon its Whitestone branch in the Flushing 
area of the metropolitan district. This suit displaces an earlier 
one of the same title, the transit commission having filed the 
substitute so as to cover the latest supplemental report of the 
Commission on the subject. 

The bill against the United States and the Commission 
alleges that the certificaté issued by the Commission, operative 
120 days after April 10, was made without jurisdiction, without 
authority of statute; that it amounted to an abuse of discretion, 
was unsupported by evidence, invaded and impaired the sov- 
ereignty of the state of New York and was null and void. All 
of which allegations mentioned the Commission, in its answer 
to the summons, has denied. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
ublished by West Publishing Co., St. Paul, Minn. Copyright, 
’ 7 ies, by Weet Publishing Co) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court .of Arkansas.) Evidence sustained finding 
that fire destroying skating rink in railroad car was not caused 
by negligence of railroad—Spears et al. vs. Missouri Pac. R. Co., 
39 S. W. Rep. (2d) 727. 

Law requiring railroad to give constructive notice of arrival 
of shipment to consignee held abrogated by subsequent legisla- 
tion and regulations approved pursuant thereto (Crawford & 
Moses’ Dig., sec. 903; Acts 1921, p. 177). 

Crawford & Moses’ Dig., sec. 903, required that notice be 
given consignee of arrival of shipment by registered letter. 
However, Acts 1921, p. 177, Act No. 124, repealing all laws 
in conflict therewith, and enlarging and defining powers of 
commission, authorized filing of regulations by carrier sub- 
ject to approval of commission, pursuant to which carrier had 
adopted regulations to effect that notice deposited in United 
States mail inclosed in stamped envelope bearing return address 
of carrier would be sufficient notice to consignee.—Ibid. 

Notice of arrival of shipment by letter addressed to con- 
signee at place of delivery held sufficient (Acts 1921, p. 177). 
—Ibid. 

Railroad, on failure of consignee to remove skating rink 
within free time, was liable only for loss or damage thereto 
which resulted from its negligence (Acts 1921, p. 177).—Ibid. 

Alleged error in instruction not assigned as error in motion 
for new trial need not be considered.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Supreme Court of Iowa.) Burden of proving carrier’s neg- 
ligence caused damage to live stock shipment accompanied by 
shipper or shipper’s representative, as caretaker, is upon plain- 
tiff—Wiederin vs. Chicago & N. W. Ry. Co., 237 N. W. Rep. 344. 

Shipper suing for injury to shipment must confine proof 
to ground of negligence specifically alleged in his petition.—Ibid. 

Evidence that alleged rough handling of train caused con- 
gestion of lungs which killed hogs in plaintiffs’ shipment held 
insufficient for jury.—Ibid. 

In shipper’s action for death of hogs, circumstantial evi- 
dence regarding cause of death must be more than consistent 
with plaintiff’s theory, in that it must exclude every other rea- 
sonable hypothesis.—Ibid. 

Where evidence is in equipoise, plaintiff, having burden of 
proof, must fail for lack of proof.—lIbid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Con Bt. Paul, Minn. Copyright, ” 
1931, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Washington.) Jurisdiction over proceed- 
ing to recover difference between ferry rates paid and rates 
fixed by tariff held not vested exclusively in Department of 
Public Works.—Robinson vs. Wolverton Auto Bus Co., 300 Pac. 
Rep. 533. 

. Payment and acceptance of ferry rate less than rate fixed by 

tariff held not accord and satisfaction preventing ferry company 
from recovering difference between rate charged and tariff filed 
(Rem. Comp. Stat., sec. 10354) .—Ibid. 

Tariff for ferry rate filed with Department of Public Works 
held effective until modified, and could not be evaded by agree- 
ment between carrier and patrons (Rem. Comp. Stat., sec. 
10354).—Ibid. 





(Supreme Court of Appeals of West Virginia.) Where 
railroad extension was delivered to railroad under sale and 
conveyance subject to approval of Interstate Commerce Com. 
mission, owner, upon approval being refused, held entitled to 
sue in equity to cancel sale and conveyance and for accounting 
(interstate commerce act, sec. 1, pars. 18-22, as amended by 
transportation act 1920, sec. 402 (49 USCA, sec. 1, pars. 18-22)). 
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—Carleton Mining & Power Co. vs. West Virginia Northern R. 
Co., 159 S. E. Rep. 44. 





(Court of Appeals of Alabama.) Interstate shipment is 
governed by federal statutes and rules of Interstate Commerce 
Commission.—Nashville, C. & St. L. Ry. Co. vs. Winters Bros., 
135 So. Rep. 403. 

There being no telegraphic service in consignor’ community 
carrier’s notice to consignor by letter that consignee refused 
carload lumber shipment was as effective as if sent by wire tc 
start demurrage charges running. 

National car and demurrage rules and charges required 
that when carload freight is refused at destination, notice ol 
such refusal shall, within 24 hours thereafter, be sent by wire to 
consignor, when known, at his expense.—Ibid. 

Only effect of carrier’s failure to notify consignor by wire 
of consignee’s failure to accept carload shipment of non-perish- 
able freight is to defer time when demurrage begins.—Ibid. 

Demurrage can only begin after consignor has had notice 
of consignee’s failure to accept carload shipment of non-perish- 
able freight, and after expiration of free time allowed by 


‘shipment contract. 


I. C. C. REPARATION POWER 


_ The Commission has applied to the Supreme Court of the 
United States, in No. 98, Arizona Grocery Co., petitioner, vs. 
A. T. & 8S. F. et al., and Arizona Grocery Co. vs. Southern 
Pacific et al., for leave to file a brief in its own behalf in sup- 
port of the petition of the grocery company for a writ of cer- 
tiorari, which, if granted, will bring before the highest tribunal 
the question whether the Commission has the power to award 
reparation when it condemns a Commission-made rate as un- 
reasonable. The Circuit Court of Appeals for the ninth circuit, 
in the Arizona case, held that the Commission had no such 
power, thereby reversing the judgment of the district court 
which was that the Commission had the power. (See Traffic 
World, August 1, p. 224.) 

Intervention by the Commission in a private litigation is 
almost unknown. As to why it desires to be heard in this case, 
the application of Daniel W. Knowlton, chief counsel for the 
Commission, and H. L. Underwood, one of its attorneys, says: 


The filing of this brief is prompted by the importance, in the 
view of the Commission, of securing a finally determinative adjudi- 
cation of the questions presented in this case, as to the scope and 
extent of the power and authority of the Commission in respect of 
awarding reparation. 


In a short discussion of the merits of the matter the attor- 
neys for the Commission say: 


It is submitted that the fact that the Commission has once 
found that rates not in excess of a stated maximum will be rea- 
sonable for the future constitutes no warrant for the exaction of 
such rates for all time, or until the Commission revises its finding, 
when due to changed conditions those rates have become unrea- 
sonable. 

There is an obligation upon the carrier under Section 1(5) of 
the Act to charge only such rates as are reasonable, and the fact 
that the Commission has taken no action to revise a rate once 
established as reasonable does not relieve the carrier of such obliga- 
tion. It can not in reason be asserted that the Commission is under 
the necessity of constant supervision and readjustment of thousands 
of rates involving many carriers to the end that when once estab- 
lished, they be kept currently reasonable at all times. Surely Con- 
gress intended no such burden to be imposed, nor that shippers 
should be prejudiced by the failure of the Commission to be at all 
times reviewing established rates to determine their present rea- 
sonableness. 

This case presents considerations which have vital bearing upon 
the future course of action of the Commission in respect of reparation 
proceedings, and as to the extent of its power and duty therein, and 
it is of importance in the proper administration of the duties imposed 
upon it with respect to reparation proceedings that the power and 
authority of the Commission should be defined by this court, in the 
respect that it is involved in this case. 


RAILROAD PRACTICES INQUIRY 
The Traffic World Washington Bureau 


The Commission, by Secretary McGinty, has advised Clyde 
Brown, general solicitor of the New York Central, who has gen- 
eral charge of the application of the railroads for an increase 
of 15 per cent in all rates, that hearings in Ex Parte 104, the 
Commission’s inquiry into practices of the railroads, probably 
will not be begun until early in September, by which time the 
hearings in the advanced rate case will probably be over. Mr. 


- Brown made inquiry as to the time for the holding of hearings 


in Ex Parte 104 on account of his duty to assign counsel for 
the railroads in the rate case and in the practices case. 
Reports indicating that the two matters were connected, but 
which the Commission has denied, created some anxiety among 
railroad counsel about their plans for carrying on the advanced 
rate case. Mr. Brown inquired by telegraph when the erroneous 
veports persisted so as to assure himself that there he could 
a plans about the rate case without regard to the practices 
nquiry. 
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RATE INCREASE HEARING 


(Special Correspondence from Portland, Me.) 


Three of the fourteen witnesses who testified August 4 be- 
fore Commissioner Porter on the opening day of the New Eng- 
land district hearing on the proposed 15 per cent increase in 
railroad freight rates indicated that they favored the proposal 
of the carriers, while two were opposed to any increase. Seven 
witnesses indicated that they favored some other plan than a 
percentage increase or, if any increase was found necessary, 
they believed some more equitable basis could be worked out; 
two witnesses did not commit themselves and confined their 

testimony to the effect an increase would have on their business. 
The following witnesses testified the first day: Charles H. 
Jones, president of the Commonwealth Shoe and Leather Com- 
pany, of Boston, and Gardiner, Me.; George R. Nuzum, traffic 
manager, Fall River, Mass., Chamber of Commerce; Gerry 
Burns, United Drug Company, Boston; Harry A. Davis, Boston 
Wool Trade Association, Boston; Charles F. Flagg, Maine Elec- 
tric Company, Portland, Me.; Chester L. Whittemore, traffic 
manager, New England Paper and Pulp Traffic Association, 
Boston; Stewart B. Copeland, Eastern Manufacturing Company, 
South Brewer, Me.; L. B. Townsend, secretary, New England 
Grain Dealers’ Association, Boston; Edward H. Cooley, .man- 
ager, Massachusetts Fisheries Association, Boston; W. A.’ Dur- 
yea, Penobscot Chemical Fibre Company, Great Works, Me.; 
Harry M. Nelson, Savings Bank Association of Maine; Howard 
Davies, Portland, Me., attorney; W. H. Chandler, Merchants’ 
Association of New York City and the Chamber of Commerce 
of the State of New York; William H. Day, traffic manager, 
Boston Chamber of Commerce. 

Concern for the welfare of 225,000 savings bank depositors 
of Maine was expressed by Mr. Nelson. He explained that more 
than $23,000,000 of railroad bonds were held by Maine savings 
banks and expressed the fear that they would be stricken from 
the list of approved savings bank investments if they failed to 
produce the earnings required by law. 

Mr. Davies, who said he represented himself, asserted that 
railroads needed additional revenue to assist in maintaining 
their rights-of-way. Trucks, the chief competitor of the rail- 
roads, used highways built in part by federal funds in part 
raised by taxation of railroads, he declared. 

Mr. Flagg explained that the railroads must continue to 
maintain schedules in spite of poor business conditions and 
were not subject to the same economic laws as the average 
factory. He said increased revenue was necessary to enable the 
roads to maintain equipment. On cross-examination, he said he 
had at one time been interested in the sale of railroad securi- 
ties and had always taken an interest in the development of 
railroads. 

The first witness who directly opposed any increase was 
Mr. Townsend, representing 500 retail grain dealers. He said 
New England agriculture would be unable to stand the increase 
of from $1 to $1.50 a ton in grain prices which the proposed 
increase would make negessary. He said dairy and poultry- 
men in New England were facing a crisis with many formerly 
prosperous producers unable to meet their bills and little pros- 
pect of an increased price for their product. The railroads 
must solve their problems by increased economies and possibly 
by a wage reduction, he asserted. On cross examination he said 
he was not authorized to speak for any farming group, but pre- 
sented that side of the question as he had learned it from 
dealers in direct contact with them. 


That sea foods be excepted from the increase was asked 
by Mr. Cooley. He asserted that modern methods of handling 
had made fish a preferred product for shipping purposes and 
that it provided a return load for refrigerator cars coming into 
Boston from the west and south with fruit and vegetables. Fish, 
however, paid a class rate higher than any other basic food, he 
said. If the proposed increase is applied to fish, the railroads 
would lose revenue, for the shippers would turn to trucks as a 
means of transporting their product to market, he said. He 
said truck lines had already taken some business from freight 
lines and that experiments were being conducted on improved 
refrigerating devices for motor vehicles. 


New England shoe manufacturers were willing to take a 
chance on paying increased freight rates in order to help the 
railroads as long as the rates did not favor the competitors of 
New England, Mr. Jones, an opponent of the percentage basis of 
increase, said. He asserted that the proposed increase would be 
“almost destructive” to the industry in New England and that 
it would surely limit the New England market to points within 
short haul distance. 

The proposed increase would give Atlanta, Georgia, shippers 
of manufactured cotton goods an advantage of 82 cents a hun- 
dred pounds over Boston shippers on the Chicago market, Mr. 
Nuzum, a witness for the New England Traffic League, said. The 
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rate difference in favor of southern shippers had increased from 
twenty cents a hundred pounds in 1913 to 59 cents at present 
and would become 68 cents when the rates established in the 
eastern class rate case went into effect this fall, he asserted. 
The effect of this had been reduced consumption of piece goods 
by New England mills and a decline in activity, while southern 
mills had increased in activity, he said. 


“Per Car’ Charge Advocated 


If any increase was needed at this time it should be by a 
surcharge or flat rate of $5 a car, Mr. Davis, representing the 
Boston wool dealers, declared. The wool business had been 
unprofitable for six years, while the railroads at the most have 
had two years of depression, he declared in asserting that the 
industry, with the price on July 15 down to 12.5 cents a pound, 
the lowest in 25 years, would have to pass an increase along to 
the consumer. 

The average freight rate on wool from the largest producing 
section to Boston, the principal marketing point, was $2 a hun- 
dred pounds or $605.60 on the average car of 30,280 pounds, he 
continued. The proposed increase would mean an increase of 
30 cents a hundred pounds, $90 an average car and, on, the basis 
of the $6,030,650 in freight paid for wool shipments in 1929, an 
increase of $904,607 a year. 

New England manufacturers of printing paper would be in 
danger of losing the business of the Chicago publishing houses, 
where the magazine printing industry is now centered, if the 
proposed increase were granted, Mr. Whittemore, representing 
20 paper and pulpwood manufacturers, asserted. He presented 
an exhibit, based on 82,983 tons of printing paper, which was 
81 per cent of the output of the Oxford Paper Company at 
Rumford, Me., in 1930, and said the proposed increase would 
result in an increase of $120,586.29 for freight rates on the total 
output on the basis of present rates and an increase of $120,- 
238.02 on the basis of docket 15879 rates. The 15 per cent ad- 
vance, as applied to incoming materials other than coal, received 
by the Oxford Paper Company in 1930 would have amounted 
to $102,618.75, while the total advance for coal would have been 
$69,111.78, or a total to the Rumford firm of $291,968.55, he said. 

Mr. Day, representing the Boston Chamber of Commerce, 
the New England Traffic League and the New Bedford Board 
of Commerce, expressed the opinion that the railroads were 
facing an emergency and that temporary relief measures should 
be adopted, but that the eastern district was not in as great 
need of relief as the southern and western districts. 

That the proposed increase would not only have a restrict- 
ing effect on New England business but would also decrease the 
revenue of and place an added burden on New England railroads 
was indicated in the testimony of many of the fifteen witnesses 
who appeared on the second day of the hearing. 

The Great Northern Paper Company would seriously ¢on- 
sider the substitution of oil for coal in its plants in the event 
the increase was granted, thus depriving the railroad of con- 
siderable revenue, Andrew F. Lane, of Millinocket, Maine, rep- 
resenting the Great Northern Paper Company, the St. Croix 
Paper Company, the Pejepscot Mills, and the Millinocket and 
Madison chambers of commerce, testified. He asserted that 
the company was purchasing pulpwood from small jobbers and 
transporting it by rail, but that in the event of an increase it 
would shift to water-borne wood. 

Canadian manufacturers of newsprint had many advantages 
over United States firms, he said, and employes had accepted 
a wage cut, and every industry, except the railroads, had shown 
a tendency to cooperate with American newsprint men. He 
predicted that the Great Northern Paper Company would sur- 
vive the proposed increase, but that it would mean ruin for 
many smaller firms and resultant unemployment. 

New England railroads, it was stated, would be compelled 
to pay $1,500,000 a year in increased freight charges on the 
3,000,000 tons of coal they now consume under the provisions 
of the rate increase. 

Bad for Potatoes 


An increase in freight rates would drive Aroostook county 
potato. growers to ship 65 per cent of their output to market 
by rail-and-water routes, which would result in a 50 per cent 
loss of revenue from this source to the railroads, a delegation 
of potato shippers said. Maine farmers were facing increased 
competition from New Brunswick and Prince Edward Island 
potatoes, shipped by water from.St. John, and any increase 
would force Maine producers to ship by rail to Searsport, 
Maine, and from that port to the ultimate market by water, they 
asserted. 

It was said that the proposed increase would result in an 
additional charge of $35 a carload, or a total of $2,000,000 a 
year, on outgoing shipments of potatoes and an increase of 
approximately $1,000,000 on incoming freight, such as fertilizer. 
Freight rates on potatoes had increased 100 per cent in 20 
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years, though in that period there had been a 100 per cent gain 
in total tonnage and a tendency for the shipments to be con- 
centrated at a few points, it was stated. 

The railroads were attempting to place on the shippers a 
financial burden resulting from their own inefficiency, Robert 
P. Hazzard of Gardiner, Maine, representing Maine’s shoe man- 
ufacturers, declared. 

“Any advance in freight rates is unfair because it passes a 
burden that should be up to the railroads to solve to industries 
that have their own problems of fully as serious a nature and 
have no government bureau to pass it arbitrarily on from them 
to some other goat,” Mr. Hazzard said. 

“If the railroads are wise they will get efficient enough to 
regain their lost business and not drive more away. The trouble 
with them is that they have not met competition and when in 
industry we fail to do that, we have to pay the penalty and not 
have some government department pass that inefficiency on to 
someone else.” 

A financial crisis in the affairs of a railroad may be caused 
at any time by manipulation of expenditures, W. K. Sanderson, 
former general freight agent of the Maine Central, said. Appear- 
ing, he said, as an ultimate consumer, he introduced his testi- 
mony over the objection of William Myers, attorney for the N. 
Y., N. H. & H. He said that, since the various roads had come 
before the Commission as a unit, if it should be found that the 
stipulated conditions for fixing just and reasonable rates had 
not been complied with by any individual road, then the increase 
should be denied to the whole group. Then the roads individ- 
ually might seek relief after having proved honest, efficient and 
economical management. 

A percentage increase would have the effect of concentrat- 
ing the manufacture of articles from non-ferrous metals in large 
plants west of the Hudson River, thus depriving New England 
roads of the tonnage which these industries now produce, 
Norris W. Ford of Hartford, Conn., representing the Connecticut 
Manufacturers’ Association, testified. He asserted that there 
was a conviction in the public mind that present rates were too 
high and detrimental to business recovery. 

Maine woolen mills would be under a disadvantage of $9.20 
a carload on shipments of manufactured goods to the Chicago 
market as compared with their Massachusetts competitors if the 
proposed increase was granted, A. H. Erlanson, traffic manager 
of the Sanford Mills of Sanford, Maine, asserted. 

Maine industries were practically universal in their oppo- 
sition to a percentage increase, Benjamin F. Cleaves, executive 
secretary of Associated Industries of Maine, told the Commis- 
sion. Maine shippers believed, he said, that declining revenue 
figures merely indicated that the railroads were bearing their 
share of the nation-wide business depression and that the remedy 
of wage reduction should apply to railroads as to any other 
industry. 

Over the objection of Mr. Myers, Mr. Cleaves introduced 
figures from the yearly statement of the Maine Central and 
Bangor and Aroostook showing that the former road had an 
increase on its investment of 6.1 per cent in 1928, 8.3 per cent 
in 1929 and 7.3 per cent in 1930, while the latter had returns of 
5 per cent in 1928, 6.4 per cent in 1929 and 6.6 per cent in 1930. 

Others who testified in opposition to the proposal were: 
Andrew J. Beck, marketing manager of the Maine Potato 
Growers and Shippers Association; O. W. Tong of Minneapolis, 
Minn., representing potato interests; George P. Findlen, Fort 
Fairfield, Maine, farmer; W. R. Thompson, Caribou, Maine, 
farmer; J. C. Briggs of Caribou, Maine, president of the Maine 
Potato Growers and Shippers Association; Robert J. Peacock, of 
Lubec, Maine, president of the Sardine Canners Association; 
Claude H. Swain, representing shippers of Concord, N. H.; 
Arthur E. Pearson of Boston, Mass., representing the Hollings- 
worth & Whitney Company; Ralph D. Redfern, representing the 
Biddeford, Maine, Chamber of Commerce; and W. F. Price of 
Glastonbury, Conn. 


NO CHANGES IN RATES 


In response to a, letter from W. H. Chandler, chairman of 
the National Industrial Traffic League committee to cooperate 
with the railroad traffic executives, R. N. Collyer, chairman of 
the Traffic Executive Association, Eastern Territory, has advised 
that traffic officers in all territories have been instructed to 
make no reductions or increases in freight rates, pending the 
outcome of the proceedings in ex parte 103, except as follows: 


1. Changes in freight rates required by orders of the Interstate 
Commerce Commission or state commissions. 

2. Changes which following consideration by the traffic com- 
mittee having jurisdiction had been covered by public announcement 
issued on or before June 24, 1931. 

3. Changes which had been recommended on or before June 24, 
1931, by the traffic committee having initial jurisdiction and as to 
which public announcement had been withheld awaiting concurrence 
of other interested traffic committees or for other reasons such as 
completion or routing, fourth section justification, etc. 
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4. Changes required by conditions of emergency, under arrange- 
ments for special consideration to be effected under the direction 
of the traffic executives in the respective territories. 


These instructions, it was explained, are based on recom- 
mendations of the traffic executives of the presidents’ special 
committee representing eastern, southern and western carriers, 
appointed in connection with the fifteen per cent rate increase 
application. 

The instructions provide for the discontinuance of docketing 
of proposed rate changes before the various rate committees, 
except in emergencies, and were explained by Mr. Collyer as 
follows: 


Paragraphs 2 and 3 of the foregoing clear the way for disposition 
of rate changes that had been acted upon or before June 24 

Paragraph 4 provides for emergency conditions and authorizes 
the traffic executives in the respective territories to currently effect 
important rate changes which the emergency justifies. 

In addition to the foregoing provision was made for the sub- 
mittal and committee consideration of rate proposals which individual 
carrier deems to be of sufficient importance to warrant signature by. 
its chief traffic officer. Rate publication based on such proposal is to 
be withheld during the pendency of Ex Parte 103, but if an emergency 
necessitates immediate action this may be obtained as provided in 
paragraph 4, 

It is believed that these changes will make it possible to handle 
the more important rate changes with reasonable dispatch. 


OPPOSE RATE INCREASE 


At a joint meeting, August 4, of the Southwestern Industrial 
Traffic League, the Texas Industrial Traffic League, and other 
representatives of southwestern shippers, at Dallas, a resolu- 
tion Was adopted declaring that owing to “existing depressed 
economic conditions and the competitive transportation condi- 
tions in the southwest, it is not in the interest of the public or 
the railroads that the freight rates be generally increased at 
this time.” 

Adoption of the resolution rescinds action previously taken 
by the Texas league, and was made at the afternoon session, 
following a morning of discussion which included a report by 
R. C. Fulbright in which he declared that “the railroads of the 
country, backed by Wall Street interests, are exercising every 
known influence to prevent shippers from opposing the appli- 
cation of the railroads for a 15 per cent increase. .. They have 
pushed this influence as far as possible and in many instances 
have succeeded in getting resolutions adopted by business 
organizations, when the organizations have not investigated any 
of the facts, except those presented by the railroads. 

“The great mass of the shipping public who pay the bills 
are the victims of this propaganda in this campaign,” said he. 
He made a somewhat detailed analysis of the revenue situation 
of the carriers, and said that “the record thus far developed 
merely shows that the carriers as a whole are in need of addi- 
tional revenue, but it has not been shown that the proposed 
method of increasing the rates will supply the need.” 

The resolution provided for participation of the two organ- 
izations and the others represented at the meeting, in the hearing 
in Ex Parte 103, and appointment of a “steering’’ committee for 
the southwest. The following are on that committee: F. A. 
Leffingwell, secretary, Texas Industrial Traffic League (chair- 
man); C. B. Bee, traffic advisor, Corporation Commission of 
Oklahoma; E. R. Tanner, traffic manager, El Paso Freight 
Bureau, and A. D. Beals, Arkansas Railroad Commission. 

A second resolution adopted asks the Commission to recon- 
sider its action in ruling that railroad wages are not a subject 
for consideration in connection with Ex Parte 103, and that it 
“investigate salaries and wages of officers and employes, excess 
passenger train service, and other possible railroad economies 
in connection with the petition filed by the carriers in this case.” 

Chairmen were appointed for the various classes of traffic, 
with the understanding that shippers in the southwest will 
cooperate with them in the presentation of testimony at the 
Dallas hearing, and the commodity chairmen in turn cooperate 
with the steering committee. 


ADVOCATES “PER CAR” CHARGE 


Approval in principle of the application of the railroads for 
increased freight rates, but with a recommendation that the 
increases take the form of a surcharge on each car, applicable 
to carload shipments only, has been voted by the New Jersey 
Traffic Advisory Committee, Newark Chamber of Commerce. 

A. H. Elder, general solicitor of the Central Railroad of New 
Jersey, asked for support of the railroads’ application for a 15 
per cent increase. He said the support of industrial groups was 
needed to offset opposition from the west and political pressure, 
particularly in fear of the farmer vote. 

The matter was not a technical rate case, he declared, but 
an economic one in which the whole country was interested, and 
unless there was prompt relief the outcome would be disastrous. 
There was danger of having “1892 all over again,” he said. On 
the other hand, the freight rate increase, he declared, would be 
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a tonic to business generally, because it would cause a rush of 
buying orders before the new rates took effect, and later because 
it would increase the buying power of the roads. 

His own railroad, he said, had a successively worse month 
every month of the year, with a $244,000 deficit in July. 

Milton P. Bauman, chairman of the committee, and several 
members expressed fear that a percentage increase would not 
preserve competitive relationships between manufacturers at 
different points. The committee represents 285 New Jersey 
manufacturers, municipalities, associations and individuals. 


PORT DIFFERENTIALS 
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That if an increase in railroad rates is granted by the Com- 
mission, provision must be made for the maintenance of present 
port rate differentials was stressed by representatives of eastern 

_ports and by shippers who asked representatives of the carriers 
to make clear their attitude on this point at a conference this 
week at the offices of the Trunk Line Association. 

At the conclusion of the conference the carriers said the 
questions raised would be submitted to the railroad executives 
and that William H. Chandler, traffic manager of the Merchants’ 
Association, who called the meeting, and other port interests 
would be advised of the position of the carriers in due course. 

The conference was attended by several traffic officials of 
eastern railroads and representatives of commercial organiza- 
tions of the ports of New York, Baltimore, Philadelphia, and 
Boston. Representing New York was W. H. Chandler, of the 
Merchants’ Association, Parker McCollester, special counsel for 
the Chamber of Commerce of the state of New York, and Walter 
P. Hedden of the Port Authority of New York. F. S. Davis rep- 
resented the Maritime Association of the Port of Boston; S. H. 
Williams, the Philadelphia Chamber of Commerce; G. W. Ed- 
monds, the Port of Philadelphia Ocean Traffic Bureau, and 
Charles R. Seal, the Port of Baltimore. 

The questions that had been raised by Mr. Chandler at the 
Washington rate case hearings were again raised at the confer- 
ence. They related to the attitude of the trunk line carriers 
respecting the maintenance of the present relationship of rates 
between the North Atlantic ports on import and export traffic; 
the attitude of the rail lines toward the maintenance of the 
present rate relationships between the North Atlantic ports, on 
the one hand, and South Atlantic and Gulf ports, on the other; 
the attitude of the railroads toward the maintenance of present 
differences which exist between all-rail and rail, water and rail 
rates; in the event of the Commission granting the increases 
sought, how quickly after the increases are published will the 
carriers undertake to re-establish present relationships; whether 
the carriers are willing to have the Commission incorporate in 
its decision a finding to the effect that these relationships must 
be maintained. 

The carriers mentioned a number of difficulties that stood 
in the way of providing in a blanket supplement for the mainte- 
nance of any relationship agreed on. 

Mr. Chandler, on the other hand, maintained that these 
difficulties were largely imaginary. Mr. Hedden and Mr. McCol- 
lester joined Mr. Chandler in opposing any disturbing of differ- 
entials. 

The question of maintaining present port relationships on 
intercoastal traffic was also raised, but this was not embraced 
in the list of questions, submitted to John J. Pelley, president 
of the New Haven Railroad. It was agreed that it would be 
proper to bring the intercoastal traffic questions to the attention 
of the Commission at any of the later hearings. 

It is the intention of the Chamber of Commerce of the State 
of New York to fight for the demand made by the Port Authority 
of New York as represented by Walter P. Hedden, the Mer- 
chants’ Association, and other commercial and shippers’ organi- 
zations that any increase in freight rates granted must be 
accompanied by a condition that the present port relationships 
be preserved, according to Parker McCollester, special counsel 
for the chamber. 


CHARGE FOR EXPEDITED SERVICE 


Editor The Traffic World: 
Much has recently been said about the railroads’ petition 
to the Commission for a 15 per cent incréase in all freight rates. 
Without commenting on the suggested means for increasing 
net operating income, the thought has occurred to the writer 
to apply to freight traffic some of the principles of passenger 
operations that have proved successful revenue producers. 

We have high-speed excess-fare passenger trains operating 
between important cities that have proven to be good earners. 
There are also high-speed “red ball” freight trains operating 
between many of our important trade centers carrying expedited 
traffic at regular freight rates. 
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Why not establish regular freight schedules between such 
points that will permit of full trainloads at a rate of speed that 
will enable carriers to operate economically? For example, say, 
fifth morning between New York-Chicago, eight morning New 
York-Kansas City, etc.; then, if shippers desire expedited serv- 
ice of, say, third morning Chicago and fifth morning at Kansas 
City, etc., increase the charge by, say, 20 per cent; in other 
words, let the expedited service come more nearly to pay its 
own way, While fhe slower service is charged for at regular 
rates. This principle might be applied to movements of traffic 
such as live stock, fruits and vegetables, and other commodities 
that can be moved either regular or expedited service. If, how- 
ever, expedited service is desired, it should properly pay some- 
what higher rates, as there is no question but that expedited 
service is more costly to carriers than the slower regular service. 

The increased charges for expedited service, like excess 
fares, should be readjusted, in event of failure of carriers to 
maintain the expedited service, to basis of regular rates. 

B. J. Drummond, Manager, 
Transportation Dept., Chamber of Commerce. 
Mason City, Ia., Aug. 4, 1931. 


REVENUE FREIGHT LOADING 


Loading of revenue freight for the week ended July 25 
totaled 741,752 cars, according to the car service division of the 
American Railway Association. This was a decrease of 15,802 
cars below the preceding week and a decrease of 177,549 cars 
below the corresponding week last year. It also was 360,801 
cars under the corresponding week two years ago. 

Revenue freight loading by districts the week ended July 
25 and for the corresponding period of 1930 was reported as 


follows: 

Eastern district: Grain and grain products, 7,894 and 8,693; live 
stock, 1,683 and 1,750; coal, 28,141 and 37,725; coke, 1,088 and Ff 139; 
forest products, 27301 and 3,562; ore, 2,815 and 5,770: merchandise, 
lL. C. ba, 58,393 and 62,502; miscellaneous, 64,208 and 82,744; total, 
1931, 166,523; 1930, 204, 485; 1929, 248,590. 

Allegheny district: Grain and grain products, 3,732 and 4,521; live 


stock, 1,425 and 1,472; coal, 26,387 and 33,161; coke, 
forest products, 1,494 and 2,416; ore, 


2,363 and 4, 472; 
6,259 and 11, 538: merchandise, 


kL ©. da, Sey 065 and 47,467; miscellaneous, 57,228 "and 78,230; total. 
1931, 141,953; 1930, 183,277; 1929, 225,746. 

Pocahontas district: Grain and grain products, 257 and 368; live 
stock, 176 and 176; coal, 32,890 and 37,904; coke, 224 and 310; forest 
products, 901 and i, 187; ore, 134 and 229; merchandise, | PE ae a: 6,011 
and 6,549; miscellaneous, 5,630 and 7,455; total, 1931, 46,223; 1930, 
54,178; 1929, 62,265 


Southern district: Grain and grain products, 4,075 and 4,809; live 
stock, 946 and 1,157; coal, 14,562 and 17,571; coke, 376 and 389; forest 
products, 8,541 and 12 ,994; ore, 535 and 958; merchandise, Ba, oy. is 
34,691 and 36, 887; miscellaneous, 40,455 and 47, 336; total, 1931, 104,181; 
1930, 122,101; 1929, 140,927. 

Northwestern district: Grain and grain products, 8,569 and 12,254; 
live stock, 6,038 and 5,685; coal, 3,465 and 4,264; coke, 792 and 1, "081; 
forest products, 5,909 and 8,783; ore, 23,249 and 38,327; merchandise, 
i Cz 26,632 and 30,353; miscellaneous, 31,884 and 41,414; total, 
1931, 106, 538; 1930, 142, 161; 1929, 175,102. 

Central "Western ‘district: ‘Grain and grain products, 20,708 and 
25,686; live stock, 6,270 and 6,670; coal, 4,289 and 6,824; coke, 125 
and 196; forest products, 4,998 and 7,335; ore, 2,461 and 2,890; mer- 
chandise, L. C. L., 28,840 and 31,948; miscellaneous, 47,102 and 59,069; 
total, 1931, 114, 793: 1930, 140,618; 1929, 165,474. 

Southwestern ‘district: Grain and grain products, 6,726 and 7,296; 
live stock, 1,852 and 1,862; coal, 2,557 and 3,288; coke, 87 and 93; 
forest products, 3,114 and 5,330; ore, 395 and 669; merchandise, L. C. 
L., 14,521 and 15,264; miscellaneous, 32,289 and 38,679; total, 1931, 
61,541; 1930, 72,481; 1929, 84,449. 

Total, al roads: Grain and grain products, 51,961 and 63,627; live 
stock, 18, 390 and 18,772; coal, 112,291 and 140,737; coke, 5,055 and 
8,280; forest products, 27, 258 and 41, 607; ore, 35, 848° and 60, 381; mer- 
chandise, LL. . Ba, 212, 153 and 230, 970; miscellaneous, 278, 796 and 
354,927; total, 1931, 741,752; 1930, 919,301; 1929, 1,102,553. 


Loading of revenue freight in 1931 compared with the two 
previous years follows: 


1931 1930 1929 

Pive Weeks im DAWUATY. .<.cc..cccsccgas 3,490,542 4,246,552 4,518,609 
Four weeks in February ............ 2,835,680 3,506,899 3,797,183 
Pour Weeks in Mare .....ccsccssscs 2,939,817 3,515,733 3,837,736 
amr WSS TR BOTE 66:5 cecctcscssces 2,985,719 3,618,960 3,989,142 
UPS WOES TE TIF 6 ccc tccvvceccanesie 3,736,477 4,593,449 5,182,402 
DOUP WEGs Ih. JORG. 20 css viccccsscss 2,991,749 3,718,983 4,291,881 
a Serre rrr eee 2,930,767 3,555,610 4, 160, 078 

WN eects dbacteessswedneseseawe 21,910,751 26,756,186 29,777,031 


DIRECTORSHIP CHANGES 

John R. Morron, in Finance No. 2156 (Sub. No. 1), has 
asked the permission of the Commission to become an officer 
or director of the Alton Railroad Co. At present he is a direc- 
tor of the B. & O. and of the Pullman Co. 

W. A. Harriman, in Finance No. 1609 (Sub.-No. 1), asks the 
Commission to permit him to become an officer or director in 
the Yazoo & Mississippi Valley and Central of Georgia. He is 
a director in the Union Pacific, Illinois Central and B. & O., but 
desires to terminate his directorship in the last mentioned 
company. 
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Facing the Transportation Crisis 


(By G. Lloyd Wilson, Professor of Commerce and Transportation, 


University of Pennsylvania—Chairman, Committee on Education and 


Research, Associated Traffic Clubs of America) 


Few persons, even those who diligently read the voluminous 
literature on the subject in the transportation journals, are, 
perhaps, aware of the crisis that impends in the transportation 
industry of the United States. The railroads are suffering from 
depleted revenues and reduced tonnage, due to the widespread 
and prolonged business depression and to severe competition 
with the coastwise and intercoastal water lines, inland water- 
ways, motor bus and motor truck carriers and pipe lines. The 
ocean steamship lines suffer severely from over-tonnage on 
certain trades, bitter and often ruthless competition, and scarcity 
of lucrative traffic. Motor truck carriers are feeling the in- 
evitable effects of competition among the motor carriers and 
between motor carriers and other means of transportation. 
Taken all in all, the present unfortunate condition of affairs 
affecting all carriers in the field of transportation can be traced 
to a few definite causes: 


1. Business depression, which has reduced the quantity of traffic 
that would ordinarily be offered for shipment; 

2. Unwisely intense competition due principally to the estab- 
lishment of transportation facilities of various kinds in excess of 
the number actually needed to meet the requirements of commerce; 

3. Inconsistent policies in governmental regulation, which result 
in duplications of state and federal regulation, in some cases, and 
in inadequate federal or state regulation in others; and the regulation 
of certain kinds of carriers without regulation of other types; 

. The entrance of the federal government into the transporta- 
tion business in competition with other transportation businesses; 

5. Failure properly to coordinate existing transportation facilities. 


All the many ills from which the transportation patient 
suffers at present can be traced to these fundamental sources. 
The fever, chills, “doubling-up of the heartbeats,” aching at the 
joints, and occasional lapses into coma are symptoms of seri- 
ous disorders in the body of our transportation system that 
must be corrected by examining the underlying causes rather 
than the superficial manifestations. 

Let us examine these crises without heat and with as much 
light as possible. This is not an easy thing to do, for each 
“doctor” has his own pet theories and seeks to prove that all 
of the symptoms are traceable to his favorite cause. The truth 
of the matter is that the patient is suffering from a complication 
of diseases tracing back to all of the sources mentioned and 
to exposure to several unfavorable conditions that must be 
removed if the cure is to be complete and lasting. Let us ex- 
amine the causes briefly. 


The Business Depression 


Authorities may differ on many subjects connected with 

the transportation crisis, but all are agreed that the United 
States is experiencing, along with the rest of the world, a major 
economic depression—one of the most protracted and severe in 
the commercial history of the country—or of the world, for that 
matter. This depression followed a surge of prosperity follow- 
ing the World War, interrupted only by the slight business 
recession of 1926 and the. period of adjustment in 1920-1921. 
: The revenue carloadings of the railroad carriers from the 
autumn of 1929 until the summer of 1931 showed drastic declines 
checked only slightly at irregular intervals too infrequent to 
be of any substantial reassurance. This decline in traffic wiped 
out completely the advances made by the railroads since 
1920 and present an alarming picture of shrunken traffic and 
impaired earnings. The figures for weekly and monthly rail- 
road traffic compared with corresponding weeks or months of 
previous years are doleful reading, and it is in this way that 
railroads keep their records of traffic movement. 

These figures do not tell the entire story, however. Rail- 
road freight traffic should keep pace with the increase in pop- 
ulation and really should increase somewhat more rapidly than 
population in order to reflect the steady advance in the material 
standard of living of the American people. As the material 
standard of living increases, more goods are consumed per 
capita and a greater variety of articles is required to meet 
increasing standards of food, clothing, housing, and entertain- 
ment. Goods are brought from sources of supply throughout 
the world and from the four corners of the United States. The 
railroad should, therefore, enjoy large quantities of freight traffic 
and longer average hauls as the material living standard is 
advanced. y 

Comparisons between the volume of traffic and the ton-miles 
hauled for present weekly or monthly periods and for cor- 
responding weeks or months of previous years are not true 
statements of the position of the railroads unless the factors 


of growth of population and increased material standards of 
living are taken into account. 

The present depression, it is true, has checked, to some 
extent, the progress in the material standard of living. The 
check has not been complete, however, for ordinary observa- 
tion indicates that the depression has disturbed the savings of 
the average person rather than reduced, to any great extent, 
the standard of living, which is unquestionably high. European 
observers have expressed amazement that the United States 
considers itself in the midst of a depression. One prominent 
English visitor recently observed that, if the present condition 
of the United States was a condition of depression, the people 
of European countries would be pleased to experience the rela- 
tive prosperity of an American depression. 

The figures for the registration of automobiles, attendance 
at sporting events and motion picture houses, quantities of food 
consumed, gasoline consumption, and other similar figures of 
living standards reflect the fact that the American standard of 
living has not yet been seriously disturbed. 

The decrease in railroad freight traffic in the present de- 
pression indicates that the railroads are suffering more from 
the diversion of traffic from the rails to steamship, motor and 
pipe line carriers, than from any absolute decrease in the quan- 
tity of traffic available. 

The present business depression cannot last forever. In 
fact, there are reliable indications that business has reached 
the nadir of the curve. We are not concerned with forecasting 
future business conditions, but we are concerned with the 
effects of the changing business conditions on the transportation 
industry. Stocks of many commodities in the hands of whole- 
sale and retail dealers are low and will require replenishing when 
business returns to a more nearly normal basis; meantime, 
hand-to-mouth purchasing results in the demand for rapid trans- 
portation of goods in small quantities. The motor carriers are 
carrying a great deal of this traffic requiring fast transportation 
in relatively small units. The railroads, through their expedited 
and scheduled fast merchandise freight services and container 
car services, and the car consolidating and forwarding com- 
panies, which assemble small lots of less-than-carload freight 
for movement via railroad carload freight service and container- 
car service combined with store-door delivery, are bidding for 
this traffic. 

When business resumes, the quantity of traffic available for 
all types of carriers will be increased, and the amount of traffic 
attracted to the rail carriers will depend on the ability of the 
railroads to adapt railroad freight services to meet the needs 
of industry, and the rates at which transportation services are 
offered by the railroads, steamship lines, motor carriers and 
pipe lines. 

Competition Among Carriers 


Those who hold to the rather threadbare conviction that 
“competition is the life of trade’—‘“the oil that lubricates the 
commercial machine’—must be delighted with the present con- 
dition of affairs in transportation. Competition is something 
that at present “there ain’t nothing else but.” Railroads com- 
pete with other railroads, and with steamship lines, motor car- 
riers, and pipe lines for all kinds of traffic. Competitive sched- 
ules are adopted to meet the needs of industry and to attempt 
to wrest traffic from competitors, while “water competitive,” 
“motor competitive” and other competitive rate adjustments 
are made to enable the railroads to meet the competitive rate 
levels of other carriers where it is possible and practicable to 
do so. 

No reasonable carrier or shipper has any valid objection to 
reasonable competition in service or reasonable rate adjust- 
ments designed to equalize the competitive status of rival car- 
riers. There is reasonable cause for objection, however, when 
some of the competing carriers labor under disadvantages as 
compared with others. For example, carriers subject to the 
interstate commerce act are required to maintain adequate 
standards of service, to refrain from unjust and unreasonable 
discrimination and preference; to publish, post, and file their 
schedules of rates; to adhere to their published tariffs, and to 
observe other duties imposed on carriers subject to the inter- 
state commerce act by that statute Other carriers engaged in 
interstate commerce, are not subject to the act, are not so rig- 
idly bound with respect to the maintenance of service nor the 
observance of any formally published rate schedules. In some 
cases, carriers may adapt their schedules of service and their 
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charges instantly to meet or anticipate competition, while the 
more stringently regulated carriers may not make such changes 
rapidly, if at all. 

Not only is the present condition of competition among car- 
riers of the same class and among the various classes of carriers 
unfair because of differences in the conditions under which they 
operate, but the competition tends to be destructive because of 
the greatly excessive number of transportation carriers of vari- 
ous types and the duplication of services rendered by the car- 
riers. Overtonnage is one of the fundamental causes of the 
chronic condition in the intercoastal steamship transportation 
field. The competition of industrial carriers and tramp steam- 
ers assist in causing the deplorable condition of affairs in this 
important trade, but the situation is rendered more acute by 
the excessive vessel tonnage employed by the regular inter- 
coastal lines. 

The competition of motor carriers is raised to limits that 
are often destructive to the best interests of all concerned by 
the presence of too many carriers on many routes. 

Other instances of like character might be added to no 
other end than to cite specific instances bearing out the general 
statement that excessive numbers of transportation units in 
given services tend to increase competition to a destructive 
degree. The acknowledged wholesome advantages of reason- 
able competition are lost in the welter of ruthless and wasteful 
rivalry. In the long run, no one gains, neither the carriers, 
shippers nor the public in general. 


Governmental Regulation 


It is impossible to disassociate the subjects of government 
regulation and competition among carriers because the two are 
inseparably connected with the rates and services of the car- 
riers. In the United States the regulation of interstate and 
intrastate carriers has developed without logical plan. 

Certain interstate carriers, including railroads, steamship 
lines under common management and control with railroads; 
pipe lines; telephone, telegraph and cable companies; express 
companies; and sleeping car companies, With their auxiliary and 
supplementaary services, are made subject to the interstate com- 
merce act, which imposes on them certain statutory duties with 
respect to standards of service, rate making, publication of tar- 
iffs and standards of conduct of high order. These carriers are 
subject to regulation by the Interstate Commerce Commission. 

Other carriers, including the intercoastal and foreign steam- 
ship lines and coastwise steamship lines, so far as their port- 
to-port business is concerned, are regulated by the U. S. Ship- 
ping Board, an administrative body created by the shipping 
act of 1916. This body has regulatory and administrative 
powers of different character from those with which the Inter- 
state Commerce Commission is endowed. The Shipping Board 
has jurisdiction only over: the maximum rates of carriers sub- 
ject to its jurisdiction, while the Commission has jurisdiction 
not only over the maximum rates of the carriers, but their mini- 
mum rates as well. The Commission is without jurisdiction 
over the port-to-port rates of steamship lines in the coastwise 
trade, except in cases where the steamship lines are under 
common management and control with railroads, but it does 
have control over joint rail-and-water rates and through joint 
rail-and-water routes under continuous carriage or shipment. 
The Commission has jurisdiction over rail-water-rail transporta- 
tion of freight moving under continuous arrangements from 
Pittsburgh, Pa., to Dallas, Tex., via rail to New York, water 
from New York to Galveston, Tex., and by rail from Galveston 
to Dallas. It has jurisdiction, however, over movements of 
freight from Pittsburgh to San Francisco via rail to New York 
and water from New York to San Francisco, only for the por- 
tion of the movement by rail from Pittsburgh to New York. 
The Shipping Board has jurisdiction over the portion of the 
haul by intercoastal steamship service from New York to San 
Francisco. 

Interstate movements of traffic by railroad, pipe line, ex- 
press carriers on joint rail-and-water carriers acting under 
arrangements for continuous service are subject to regulation 
by the Commission. All-water movements of the same traffic 
are regulated to a very different extent by the Shipping Board, 
and interstate movements of the same articles between the 
same points by motor carriers are not subject to federal regu- 
lation. The services, routes, rates and arrangements of the 
motor carriers are wholly without any federal administrative 
regulation. 

What elements of consistency can be found in such a policy 
of federal regulation? It would appear logical that the inter- 


state movement of goods could and should be regulated under 
the commerce clause of the amended United States Constitution. 

Common carriers engaged in interstate commerce are taxed 
on totally different bases and some are not subject to any 
federal taxes. 


Railroads are required to obtain from the Com- 
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mission certificates of public convenience and necessity before 
constructing or operating new lines or extensions of existing 
lines, or before abandoning existing lines. No such requirements 
are imposed by the federal government on other types of car- 
riers. How can we seriously aspire to develop a national trans- 
portation system when such absurd inconsistencies of regulatory 
policy exist? And yet it is evidently the policy of Congress— 
as expressed in the transportation act, 1920—to foster and 
develop a truly national system of transportation. 


The Government and the Transportation Business 


One of the most bitterly discussed problems in transporta- 
tion is the inland waterways question. Millions of dollars of 
federal funds have been spent on inland waterways, principally 
to make them navigable. Public funds have been spent to or- 
ganize and operate on certain of these waterways—notably on 
the Mississippi and Warrior rivers—barge line services. Public 
funds have been used to meet the deficits of these federally 
operated barge lines, which compete with other means of 
transportation, principally the railroads. In order to extend 
the usefulness of the inland waterway services, Congress 
passed the Dennison act, which, as construed by the Com- 
mission, requires it on ex parte application by an inland water 
line, to prescribe through rail-and-water rates, summarily and 
without hearing. These rates are based on the lowest applica- 
ble all-rail rates. The water lines are required to absorb the 
water differential of 20 per cent of the corresponding rail rates 
between the rail points out of the water lines’ divisions of the 
joint rates. The Commission has limited the authorization of 
joint rail-and-water rates established under the Dennison act 
to routes in which the rail-and-water routes are not unreason- 
ably circuitous as compared to the all-rail routes. 

The economic justification of expenditures for inland water- 
way development and operation is questioned by those who 
object to the expenditure of federal funds to promote trans- 
portation services that are of value, in most cases, to limited 
portions of the country. Others object to the promotion, at 
federal expense, of projects that tend to increase competition 
among carriers so as to to divert traffic from established car- 
riers. Still others object to permitting rail-water rates to be 
made differentially lower than the standard all-rail rates when 
the water carriers are not able to operate profitably even with 
the differential rates to assist them in attracting traffic. 

In the same way, federal funds are expended through the 
Bureau of Public Roads of the Department of Agriculture to 
assist the states in developing comprehensive systems of high- 
ways. These highways are used by the general public, by 
private automobiles, by common carrier and non-common carrier 
busses, and by common carrier motor trucks. The interstate 
common carrier motor trucks and busses may use these high- 
ways for the conduct of their businesses, without regulation 
of their services, rates, or practices, by any federal adminis- 
trative body. 

It would appear logical to regulate interstate commerce 
without regard to the type of carrier used to transport the traffic. 


Coordination 


Much has been written and said on the subject of the co- 
ordination of various forms of transportation. It is not the 
place here to discuss the philosophy of coordination or the ways 
and means of achieving it. It is sufficient here to state the 
general principles that all forms of transportation should logi- 
cally be brought together into an integrated transportation sys- 
tem in which each type of carrier is used in the field in which 
it has the greatest relative efficiency, and that the most efficient 
use of transportation facilities should be promoted through the 
establishment of joint through rates, through routes, adequate 
interchange facilities, and adjusted schedules. 

The present crisis in transportation cannot be ignored nor 
can the various and complicated problems be solved by mere 
speculation or by leaving the questions to be solved by any one 
group of carriers or by all the carriers through a sort of “trial 
by battle.” The public ultimately pays the freight and the 
public, or a substantial group of the public, owns the securities 
of the transportation companies and pays the taxes from which 
the funds are derived to pay the deficits of government-sup- 
ported inland waterway operation and to defray the expéiises 
of highway construction. The interests of the public can only 
be served by a comprehensive investigation of the transporta- 
tion industry as a whole and the transportation needs of indus- 
try to decide on a national policy of transportation and to 
conserve the best interests of the carriers, shippers, and the 
public. In this way only can the much discussed questions of 
carrier services, rates, taxes, competition, and regulation be 
solved fairly and conclusively. 

The facts developed in such an investigation will supply 
the answer to the question propounded by President Hoover to 














August 8, 1931 





the editors of the state of Indiana in June—whether or not 
the government, except in temporary national emergencies, shall 
enter on business processes in competition with its citizens. 
Obviously, President Hoover asked this question in a rhetorical 
sense, expecting a negative answer, but theer are several in- 
stances of government participation in the transportation busi- 
ness that should be examined in the light of an impartial inves- 
tigation in order to shape future transportation policy. Such 
an investigation would provide the facts with which to examine 
our transportation problems with less heat and more light. 

The objective of our transportation program is the devel- 
opment of a system supplying adequate transportation ’at rates 
-fair to the suppliers and consumers of the services. Let us use 
the present crisis to build a firm foundation for the transporta- 
tion system of the future. 


LABOR EXECUTIVES DISPLEASED 
The Trafic World Washington Bureau 


It was disclosed, several days after the Railway Labor 
Executives’ Association held its meeting in Washington (see 
Traffic World, August 1, p. 233), that members of the association 
felt dissatisfied with the failure of Association of Railway 
Executives to confer with the labor association about unem. 
ployment, stabilization of employment, hours of employment in 
a day, days of work in a week and other of the so-called prob. 
lems of labor. It was disclosed that the labor executives had 
sent a letter to R. H. Aishton, president of the Association of 
Railway Executives, suggesting appointment of a committee for 
conference on the subject of labor matters and the regulation 
of transportation agencies competing with the railroads. 

The answer of Mr. Aishton to that letter was treated, among 
the labor executives, as a rejection of the plan for a conference. 

Alfred P. Thom, general counsel of the Association of 
Railway Executives, pointed out that Mr. Aishton was without 
authority to enter into such a conference for the reason that 
on December 31, 1923, the articles governing the Association 
of Railway Executives were amended so as to read: 

“The association relinquishes its reserved jurisdiction over 
all labor, traffic and publicity matters.” 

In a letteer to D. B. Robertson, president of the Railway 
Labor Executives’ Association, Mr. Aishton said that “because 
experience had shown a wide diversity of conditions throughout 
the country as to labor problems, and because of the technical] 
details connected with them, the Association of Railway Execu- 
tives, as you know, does not deal with labor matters. Accord: 
ingly I am directed to suggest that such matters should be 
handled through the customary channels provided for that 
purpose.” 7 

The “customary channels” to which the letter referred, Mr. 
Thom said, were the methods that had grown out of the fact 
that the railroad employes have contracts with individual car. 
riers. Continuing, the letter to Mr. Robertson said: 


“As you know, much has already been done by individual) 
management for the relief of unemployment through joint co- 
operative action of the employes and of the management of the 
individual carriers.” 


In further suggestion as to “customary channels” Mr. Thom 
said that when employes desired to have a change in the terms 
of their contracts or any modification of the working conditions 
the customary method of handling was for them to bring their 
wishes to the carrier with which they had a contract and that 
if they desired that the matter be given broader treatment than 
by an individual carrier or carriers, they said so and then their 
request was acted upon with the result that in very many cases 
the subject had been dealt with by regions. 

The Association of Railway Executives acted favorably on 
the suggestion of the Railway Labor Executives’ Association for 
a conference on the subject of competing transportation agen. 
cies. Messrs. Aishton and Thom were appointed a committee 
to confer with the labor executives on that phase of the matter 
brought up by the labor executives which was an outgrowth 
of a suggestion made by a labor organization witness who ap- 
peared before Examiner Flynn in the motor vehicle inquiry 
hearing in Washington last spring. The labor executives, how- 
ever, had not yet appointed their committee, Mr. Thom said. 

Some of those interested in the exchange between the Rail- 
way Labor Executives’ Association and the Association of Rail- 
way Executives are inclined to regard the suggestion of the 
former to help the latter in the formulation of legislation to 
regulate the competing transportation agencies as indicating a 
willingness to trade such help in return for an agreement 
whereby labor questions would be considered on a national 
basis rather than on the present individual carrier or regional 
basis. When the Association of Railway Executives pointed out 
its lack of power to deal. with labor questions the labor execu- 
tives suggested that the railway executives showed a lack of 
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enthusiasm. The matter, therefore, stands thus: The railway 
executives have appointed a committee to confer with the labor 
executives on the matter of a program for the regulation of 
competing agencies, which is within the scope of its authority, 
and the labor executives are ready to talk about employment 
terms and conditions which is outside the scope of the authority 
held by the Association of Railway Executives. 

Power to deal with questions relating to labor, traffic and 
publicity was given up by the Association of Railway Executives 
in 1923 when the New York office was abolished upon the death 
of Mr. Cuyler, who had been president for a long time. At that 
time traffic and publicity matters were taken over by regional 
organizations of the railroads and that division of work has so 
continued ever since. Labor questions, as pointed out by Mr. 
Thom, are on the basis of action by individual carriers or 
regional organizations of railroads. 

The statement of the labor executives has been put into 
the files of the Commission, to which are sent all communica- 
tions pertaining to the advanced rate case. 





(By Thomas F. Woodlock, in The Wall Street Journal) 

It is pretty generally recognized that the question of rail- 
road employes’ wages is one that concerns the public; it is a 
“social” question in that these wages are the largest single 
charge that must be met by the rates which the public pays 
for service. It is the public, therefore, which must ultimately 
decide whether these wages should be increased, decreased or 
maintained at their present level. 

Having undertaken to restrict the profits of railroads, the 
public has undertaken a certain responsibility to railroad se- 
curity owners and cannot fairly expect them to bear alone the 
burden of increasing or maintaining wages in bad times. With- 
out undertaking to decide what should or should not be done 
in this matter at the present time, it will be of advantage to 
have a general idea as to the prevailing level of railroad wages 
compared with a period just before the war-time prices appeared. 

To that end figures compiled by an important system and 
supplied to this writer may serve as reasonably typical of condi- 
tions on Class I railroads in the United States. They cover the 
year 1930, and 1915 is selected as the year with which com- 
parison is made. 

The group of “non-scheduled” employes (paid on a monthly 
basis) includes general officers, division officers, assistant engi- 
neers and draftsmen, traveling agents and solicitors, etc., sta- 
tion-masters and assistants, policemen and watchmen. The 
rates of compensation paid to this group in 19380 averaged 189 
per cent of the 1915 rates. The smallest percentage increase in 
this group was to general officers—52 per cent; the largest was 
to division officers—148 per cent—and to policemen and watch- 
men, 137 per cent. 

“Scheduled employes (paid upon an hourly basis) include 
96 per cent of the number, and may be classified under five gen- 
eral heads—train and engine service, shops, maintenance of 
way, telegraphers, dispatchers, signals and dining car, and clerks. 

In train and engine service hourly rates for freight engi- 
neers and motormen were, in 1930, 76 per cent above 1915, for 
passenger engineers, 22 per cent, and for yard engineers, 110 
per cent; freight firemen and helpers were increased 109 per 
cent, passenger firemen and helpers 46 per cent, yard firemen 
and helpers 175 per cent, and other yard employes 240 per cent. 
Freight conductors were 119 per cent better off and passenger 
conductors 19 per cent, freight brakemen and flagmen 102 per 
cent, passenger brakemen and flagmen 49 per cent, and pas- 
senger baggagemen 243 per cent; yard conductors were raised 
122 per cent, yard brakemen 126 per cent, and yard switchmen 
224 per cent. 

Taking the entire train and engine service as a whole the 
increase in hourly rates in 1930 compared with 1915 was 88 
per cent. 

Shopcraft employes (numbering about 25 per cent of the 
total employes of the road) were in the aggregate upon an 
hourly basis, in 1930, 151 per cent higher than that in 1915; 
car repair men and car inspectors were increased 214 per cent 
and mechanics and helpers 150 per cent, these two classes 
aggregating 60 per cent of all shop employes. 

Maintenance of way men were increased—as a group—139 
per cent and the various subdivisions in the group received 
increases varying but slightly from the average for the group. 
Telegraphers averaged an increase of 149 per cent and agents 
(telegraphers) 178 per cent, while agents (not telegraphers) 
got 183 per cent. Train dispatchers were advanced 116 per 
cent, signalmen 162 per cent, and dining car employes 161 per 
cent. Clerical employes received an increase of 153 per cent. 

All told, the average increase in hourly rates of pay for all 
scheduled employes was 125 per cent as compared with 1915. 
In transmitting to this writer the figures from which the above 
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summary comparisons are taken the railroad official comments 
upon them in the following passage: 

“Personally I do not see how the railways are going to 
pull through and continue to pay the highest wages in the his- 
tory of the industry in the face of lower living costs, drastic 
wage reductions in practically all other industries, and effective 
competition in respect of much of the railway’s traffic. Query: 
If it is a fact that the present machinery requires a long period 
of negotiation to get lower wage schedules, does that not con- 
stitute the very strongest reason for starting at the negotiation 
promply rather than postponing the start? But is it true that 
if diligently pursued it would be necessary to consume such a 
great deal of time? The same machinery to be used is that by 
which wages have been advanced, and the average time con- 
sumed in each advance has been four to six months. 

“I might prefer as a railway official to continue to pay wages 
greatly above those paid for similar service in other lines of 
activity so that railway employes would be the aristocracy of 
workers. But there are two questions which trouble me in that 
connection: First, is it fair to other essential industries, and 
second, is it possible to maintain railway charges that will sup- 
port such wages? If the charges necessary to sustain a rail- 
way labor ‘aristocracy’ restrict the movement of traffic very 
much, will they not defeat their own aim with respect of the 
owners of railway securities, and also with respect to railway 
employes by reducing the number of employes below what the 
railways might furnish with regular work at more reasonable 
wages?” 

These questions go to the heart of the matter, and it is for 
the public, acting through its proper representatives, to con- 
sider and answer them. It is at all times the right of railroad 
managers to raise them, and it may become their duty to do so 
if present conditions in the industry do not improve. 


MECHANICAL FIRING 


Hearing on the cases instituted by the Commission on com- 
plaints of the railroad engineer, firemen, and enginemen brother- 
hoods, in which the latter are attempting to compel the railroads 
to adopt mechanical stokers and power reverse gears, was 
begun at Chicago, before Examiner Rogers, August 6. The 
docket numbers and titles of the two cases, which are being 
heard jointly, are as follows: 24049, A. Johnston, Grand Chief 
Engineer of the Brotherhood of Locomotive Engineers, and 
D. D. Robertson, President of the Brotherhood of Firemen and 
Enginemen, vs. A. C. L. et al., and 24050, Same vs. Same. 

The hearings began in Washington, March 22, and have 
continued there and at Atlanta, Ga., almost continuously up to 
the beginning of the Chicago hearing. Up to noon of August 6 
a total of 272 witnesses had been heard. The Chicago hearing 
was expected to last the rest of the week and possibly into next 
week, with hearings at a number of other places following. 
Completion of the testimony will take until some time this fall, 
it was stated, by a representative of the labor organizations. 

Under the program the Chicago hearing was principally 
devoted to testimony on behalf of the American Short Line 
Railroad Association. That organization presented its first testi- 
mony at Atlanta, the railroad labor organizations having stepped 
aside, though their case has not been completed. 

Briefly, it is the contention of the brotherhoods that in- 
crease in size of locomotives has made hand firing more than 
a human task and that the machine should be substituted. Ne- 
cessity of firing a modern locomotive manually results in com- 
plete exhaustion of the employe, it is declared, with the result 
that it is impossible for him to maintain a proper lookout at 
highway grade crossings, multiplying the chances of accidents. 
Installation of mechanical equipment, their contention goes, 
permits the fireman to hold his proper position at the left side 
of the cab and perform such other duties as may fall to him. 

As evidence of the need of power reverse gears, a large 
number of witnesses who had been injured using the old style 
gear were presented. Power reverse gears, performing the opera- 
tion by compressed air, have been in use for fifteen years, it was 
stated, yet less than half of the locomotives of the country are 
equipped with them. 

The Chicago hearing began with testimony of witnesses 
representing the Lorain & Southern, the Port Huron & Detroit, 
and the Chesapeake Western. Evidence submitted by them was 
to the effect that their equipment was not of the character con- 
templated by the complaint of the brotherhoods; that their loco- 
motives were too old and small to require the mechanical equip- 
ment, and that expense of its installation would be unjustified. 


BUS-RAIL COORDINATION 
Two new steps in coordinating passenger service between 
the Chicago and North Western and its motor coach operating 
subsidiary, Chicago and North Western Stages, were made 
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August 1, when joint rail-bus tickets were placed on sale by the 
railway’s agents and rail tickets between points where rail and 
bus service both are offered were made good on either trains 
or busses. 

“Chicago and North Western Stages operate 3,000 miles of 
route in our territory and with its parent and ‘sister lines, the 
Interstate Transit Lines and Union Pacific Stages, serve the 
entire west and northwest to the Pacific coast. We are taking 
these new coordinating steps in order to furnish the public with 
the best possible transportation service,” C. A. Cairns, passenger 
traffic manager of the railway, said in explaining the action. 


LOW PASSENGER FARES 


Round-trip excursion rates on the basis of one cent a mile 
for day coach and chair car travel and approximately two cents 
a mile in Pullman and parlor cars have been offered the trav- 
eling public as well as that part of the public that does not 
travel so much, by the Illinois Central and roads that are mem- 
bers of the Western Passenger Association August 7 and 8. A 
return limit of August 17 applies. The rates were made ap- 
plicable over its entire system by the Illinois Central, while 
the other lines of the association met those rates at com- 
petitive points. The Illinois Central is said to have reaped a 
substantial harvest from a similar excursion earlier in the year. 
At the time of the earlier “bargain” rates, Western Passenger 
Association lines applied the low basis between points east of 
the Missouri River, with varying experience, so far as increased 
revenue was concerned. 


MOTOR VEHICLE TAXATION 


That the tax levies on the average motor vehicle throughout 
its life amount to 128.3 per cent of the average value of the 
vehicle is one of the findings of the National Taxation Com- 
mittee of the American Automobile Association. 


“When the point is reached that any form of property pays 
taxes in excess of its value, it becomes a question of how long 
that form of property and the services dependent upon it can 
stand the strain,’ Col. Sidney D. Waldon of Detroit, Chairman 
of the national taxation committee, declared. He continued: 


The average motor vehicle on the street, according to comprehen- 
sive charts developed by our committee, has an average value through 
life of 25.48 per cent of its purchase price. The purchase price of the 
average vehicle in 1930 was $808. If the average value of vehicles 
through life is applied to this purchase price, it will readily be seen 
that the value of the average vehicle on the street in 1930 was $205.85. 

Now the tax levy on the average vehicle in 1930 was $37.72. The 
vehicle has an average life of seven years. On the basis of the tax 
rate for last year, the average vehicle through its average life of 
seven years will pay taxes in the amount of $264.04, or 128.3 per cent 
of its average value, namely, $205.88. 

Thus, we have a situation today, where. one form of property of 
vital importance to the business and recreational life of the community 
and with a limited life pays taxes in excess of the actual average 
value of the property. Here is one of the outstanding anomalies in 
the history of taxation. Limitation of the number of motor taxes 
levied and placement of the power to tax in the state alone, as set 
forth in the tax principles recently enunciated by the American Auto- 
mobile Association, would render it much easier to prevent tax dis- 
—— against the motor vehicle owners in the years immediately 
ahead. 


PARCEL POST CIRCUITY 


Third Assistant Postmaster-General F. A. Tilton has sent 
the following warning to postmasters about the charges to be 
assessed on parcel post packages moving to the first and second 
zones over circuitous routes: 


Particular attention is called to the fact that the regular fourth- 
class or parcel post rate of postage for the first and second zones 
does not apply to parcels of fourth-class matter addressed for delivery 
within the first and second zones in cases where the distance over 
the shortest regular practicable mail route from the office of mailing 
to the office of address is 300 miles or more, but that the special 
rate of 8 cents for the first pound and 2 cents for each additional 
pound or fraction of a pound must be required under such conditions 
as prescribed by paragraphs 2 (b) and 2 (c), section 444, Postal Laws 
and Regulations. 

Postmasters are requested to be careful to see that, regardless 
of the fact that the parcel post zone keys for their respective offices 
show that the units of area to which parcels are being sent are within 
the first or second zone, the special rate of 8 cents for the first 
pound and 2 cents for each additional pound or fraction thereof is 
charged on parcels of fourth-class matter addressed for delivery in 
those zones where the distance over the shortest regular practicable 
mail route is 300 miles or more. When such parcels exceed 84 inches 
in length and girth combined and weigh less than 10 pounds, the 
postage with which they are chargeable is the same as that applicable 
to a 10-pound parcel, which at the rate of 8 cents for the first pound 
and 2c ents for each additional pound is 26 cents. 


When parcels properly subject to the special rate referred to 
reach the office of address with postage prepaid at the regular rate 
only for the first and second zones, the postmaster shall rate up the 
parcels with the deficient postage to be collected upon delivery and 
submit a report with respect to each such instance tq the Third 
Assistant Postmaster General, Division of Classification.. 
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Breakfasts 
Must Be Served in a Hurry 


‘The production of eggs, milk, and fresh 
fruits and vegetables is a most import- 
ant factor in feeding a country as large 
as the United States. Rich cream 
poured from pitchers in Boston is often 
the contribution of farms in Missouri and 
other Wabash States. Facilities for 
transporting perishables are the very 
wings on which civilization rides forward. 


Operating some of the best equipped 

my Sy ok CEE terminals for perishable freight in the 

PP oop On RY Central West, the Wabash sets the 

COEUR! INR QANEP Ne | «pace for fast delivery of these import- 
5 f ant products. 


Absolutely modern equipment supple- 

ments the efficiency of the organization. 

The Wabash Diversion Bureau at St. 

Louis is busy 24 hours a day fulfilling 
re-routing instructions and hurry- 
ing shipments, no matter how 
frequent the changes or how 
short the notice. 
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OCEAN SHIPPING DEVELOPMENTS 
The Traffic World New York Bureau 


The dullness that has marked the full cargo markets of 
late has been continued in the last few days and current re- 
views of the situation find little to report in any division of 
the market. Open tonnage continues plentiful and rates, which 
have receded slightly in some directions, are steady at present. 

Five grain fixtures have been reported recently, four from 
Montreal and one from the Gulf. Those from Montreal were 
made at the low rates of from 6 cents to 61% cents on the basis 
of Antwerp-Rotterdam. 

There is some possibility of further inquiry for a coal 
cargo from the Atlantic Range to Santoa. One fixture in this 
direction was made within the past few days on the basis of 
$2.60. Business for west Italy and the Adriatic is still available. 

No trading was reported in transatlantic sugar cargoes, 
while West Indies time charters continue dull following their 
recent flurry of activity. General time charter trades continue 
stagnant. 

Operators of intercoastal steamship lines have been notified 
that, because of the quarantine at California ports against the 
Japanese beetle, they will be required to procure federal in- 
spection certificates at Atlantic ports covering all fruits and 
vegetables carried on the ships. The pest is reported to have 
been brought to this country some years ago hidden in iris 
roots. 

The Nippon Yusen Kaisha, Osaka Shosen Kaisha and 
Kokusai Kisen Kaisha, according to reports from Japan, have 
entered into a cooperative agreement for the operatton of reg- 
ular freight service between the Far East and New York via 
the Panama Canal. The N. Y. K. is to enter its newly built 
motor ships in the combined service, with sailings twice every 
three months. The Kokusai is to continue to collect cargo at 
Manila and New York through its own offices, but in Japan and 
China its agencies will be controlled by the N. Y. K. and O. S. K. 
The agreement covers only the outward service from Japan. 
The Kokusai ships are to come homeward by way of Europe. 
The Kokusai has in operation two new 16-knot 10,000-ton freight- 
ers and is soon to add another in addition to two older vessels 
of the same tonnage. Each of the other liners has six vessels 
in service. 

The action of the Matson Line in placing the freighter 
Makiki in the run from San Francisco to the Hawaiian Islands, 
where a full cargo of sugar will be loaded for an Atlantic port, 
probably Philadelphia, has caused some discussion in Pacific 
coast shipping circles. It was reported that the line planned to 
put two more ships in the same trade, to handle whatever kind 
of cargo they can obtain for the westbound run. 

Matson Line officials said the unusual demand for sugar 
was responsible for the move and declared that only one ship 
had been assigned to the trade. The venture is considered sig- 
nificant, however, in view of the fight recently over the shipment 
of canned pineapples to the east coast, and it was the opinion 
of shipping men that the service may be the forerunner of a 
permanent Honolulu-Atlantice coast service. 


DIRECT AND INDIRECT TRADE 


The subject of direct and indirect trade between the United 
States and other nations has received wide consideration in con- 
nection with the study of foreign trade movements in the last 
few years, and the Shipping Board, through its bureau of re- 
search, has conducted several surveys of this feature of water 
borne transportation. The first of these surveys to appear cov- 
ered the calendar year 1924, and the latest one now available is 
for 1929, making possible a study of this subject for a six-year 
period. 

The term “direct trade” is a designation applied to com- 
merce between any two nations that is conducted in vessels of 
either of those nations. Commerce of such nations when con- 
ducted in vessels of other nations, is termed “indirect trade.” 

The total water borne foreign trade of the United States in 
1924 amounted to 93,216,000 cargo tons and in 1929 to 108,601,274 
tons. Of these totals 66,072,000 tons in 1924 and 75,411,000 tons 


in 1929, were transported in direct trade, these figures repre- 
senting 71 and 69% per cent, respectively, of the total trade for 
the two years. 

As regards 


imports and exports during the two annual 





periods mentioned, about 70 per cent of the imports for 1924 
and 71% per cent of the exports for that year moved in direct 
trade, while in 1929 nearly 68 per cent of the imports and about 
71 per cent of the exports were carried by vessels of the coun- 
tries directly interested. 

In 1929 American flag vessels carried nearly 40 per cent of 
our total water borne foreign commerce and over 57 per cent 


of the commerce which moved in direct trade. In that year 
commerce was conducted with 50 foreign countries, the direct 
trade extending to all but four, Arabia, Latvia, Lithuania and 
Persia, whose trade was conducted wholly in vessels of disinter- 
ested nations. American flag vessels participated in the com- 
merce of each of the 46 countries with which direct trade was 
conducted, and carried all the direct trade with 20 of these 
countries. 

Of the remaining 26 countries whose vessels took part in 
the trade with the United States, Great Britain showed the larg- 
est movement. The total commerce with the British Empire 
amounted to 37,947,000 tons of which 33,654,000 tons, or approxi- 
mately 89 per cent, was direct trade, American vessels carrying 
40% per cent of the latter amount, and British vessels 59% 
per cent. 

Other countries of this group included the Netherlands and 
possessions, with a total trade of 10,295,000 tons, of which 
6,858,000 tons, or nearly 67 per cent, was transported in direct 
trade, with American vessels carrying 79 per cent and Nether- 
lands vessels 21 per cent; Cuba with 8,061,000 tons total and 
3,408,000 tons or 42 per cent direct trade, of which American 
vessels carried 99.94 per cent; Germany with 5,047,000 tons total, 
and 3,406,000 tons or 67% per cent direct trade, of which Amer- 
ican vessels carried 35 per cent; Venezuela with 5,139,000 tons 
total, and 4,300,000 tons or 84 per cent direct trade, of which 
American vessels carried 98 per cent; Japan with 4,685,000 tons 
total and 3,533,000 tons or 75% per cent direct trade, of which 
American vessels carried 20 per cent; Chile with 4,174,000 tons 
total, and 2,432,000 tons or 58 per cent direct trade, of which 
American vessels carried 96 per cent; France and possessions 
with 3,823,000 tons total and 1,950,000 tons or 51 per cent direct 
trade, of which American vessels carried 46 per cent; and Mex- 
ico with 3,139,000 tons total, and 2,277,000 tons direct trade, of 
which American vessels carried about 97% per cent. 


Of the remaining 17 countries whose vessels participated in 
our water borne foreign commerce, Italy showed the largest pro- 
portion with 85 per cent direct trade, of which nearly 31 per 
cent was carried in American vessels and the Union of Soviet 
Socialist Republics showed the smallest with 8% per cent, of 
which more than 91 per cent was transported in American 
vessels. 

The commerce of only one country was recorded as 100 per 
cent direct, this being Bulgaria, whose entire trade in both direc- 
tions was carried in American flag vessels. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board today: 


Dollar Steamship Lines, Inc., Ltd., with American Mail Line, Ltd., 
and Pacific Steamship Company: Agreement for through movement 
of shipments of silk from American Mail Line loading ports in the 
Orient to Atlantic Coast ports of call of Dollar, with transshipment at 
Seattle and San Francisco. Through rates are to be the same as 
applicable direct line conference rates, of which American Mail Line 
is to receive 50% and the remainder is to be apportioned between 
Pacific Steamship Company and Dollar in the manner set forth in the 
agreement. Cost of transshipment at Seattle is to be absorbed on 
basis of 50% by American Mail Line, 16 2/3% by Pacific Steamship 
Company and 33 1/3% by Dollar, while at San Francisco Pacific 
Steamship Company is to absorb one-third of the total cost of trans- 
shipment and Dollar the remainder when total shipments of all 
commodities aggregate less than 100 tons. When shipments of all 
commodities equal or exceed 100 tons delviery_is to be made to 
Dollar pier by Pacific Steamship Company and Dollar is to assume 
full outward toll. 

Gulf Pacific Redwood Line with Los Angeles Steamship Company: 
Arrangement for through movement of shipments of canned pine- 
apple from Hawaiian Island ports served by Los Angeles Steamship 
Company to designated inland United States points, with trans- 
shipment at Angeles Harbor and New Orleans. Through rates 
specified in the agreement are to be apportioned $4.95 to Los Angeles 
Steamship Company and $9.00 to Gulf Pacific Redwood Line and the 
remainder to the on-carrying river carrier (Mississippi Valley Barge 
Line) from New Orleans. Cost of transshipment at Los Angeles 
Harbor is to he borne in equal proportion by Los Angeles Steamship 
Company and Gulf Pacific Redwood Line, while the river carrier is to 
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MAINTAINING 
THE ORDER 
OF THE AGE 


URING the first six months of 1931, the 

Norfolk and Western Railway operated 
1,383 sections of main line through freight 
trains. Of these, 1,216 sections, or 87.9 per- 
cent, were ahead of or on time, 146, or 10.6 
percent, were less than three hours late; and 
but 21 sections, or 1.5 percent, were more 
than three hours late. In other words, 98.5 
percent of the sections operated arrived at 
destinations ahead of time, on time or less 


than three hours late. 


Such dependable fast freight service en- 
ables you and other traffic men to plan with 
certainty — enables retailers to carry better 
and more varied stocks —benefits both the 
producer and the consumer. It emphasizes 


the increasing efficiency of this modern 
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transportation system and keeps pace with 
the present tempo of industry and business. 

Shippers and receivers of freight moving 
between Columbus and Cincinnati in the 
Mid-West and the Virginias and Carolinas 
and the Atlantic Seaboard in the East; or 
between the North and South via the 
Hagerstown, Md., and Norfolk, Va., gate- 
ways, are invited to investigate this fast, 


reliable, service. 


Freight Traffic Department rep- 
resentatives of the Norfolk and 
Western Railway, located in all 
large centers of production and 
distribution, will welcome an op- 
portunity to inform you as to the 
railway's up-to-the-moment facili- 

ties and services 


NORFOLK ano WESTERN RAILWAY 


ROANOKE, VIRGINIA 
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absorb cost of transshipment at New Orleans out of its proportion of 
the through rate. 

Gulf-West Mediterranean Line (Tampa Interocean Steamship 
Company, Owners and Operators) with Gulf Pacific Redwood Line 
(Swayne & Hoyt, Ltd., Managing Owners): Arrangement for through 
movement of shipments of cork from Spanish ports of call of Gulf- 
West Mediterranean Line to designated Pacific Coast ports of call of 
Gulf Pacific Redwood Line. The through rate under the agreement 
is to be $1.10 r 100 pounds, to be apportioned 45c to Gulf-West 
Mediterranean ine and 65c to Gulf Pacific Redwood Line, each 
carrier to absorb one-half of the cost of transshipment at New Orleans. 


The following modifications have been approved: 


Trans-Pacific Passenger Conference (131-8). The modification is 
to be an addition to the agreement of the conference approved by the 
Board November 25, 1930 (131-1), and has for its purpose the estab- 
lishment of the bases of fares for transportation of children between 
United States Pacific ports and the Orient, Hawaii, New Zealand, 
Australia or the South Seas. Under the general terms of the modi- 
fication submitted fares for children over twelve years of age are to 
be the full adult fare, and children under twelve years of age are 
to be charged one-half fare; except that for transportation between 
United States Pacific ports and the Orient or Hawaii or interport in 
the Orient children under one year of age to be assessed one-tenth 
the full fare, while for transportation between United States Pacific 
ports and Australia, New Zealand or the South Seas free transpor- 
tation is to be accorded one child under three years of age if accom- 
panied by parent or guardian and not occupying a separate berth, and 
each additional child under that age is to be assessed one-fourth fare. 
The different bases of rates to be applied under the exceptions noted 
are accounted for by the considerable difference in traffic conditions in 
th different trades covered and the carriers assert to the Bureau that 
the basis adopted in each instance is reasonable for the particular 
traffic to which it is applicable. 

Panama Mail Steamship Company with Los Angeles Steamship 
Company and Pacific Steamship Company: Modification of agreement 
approved by it May 1, 1928, covering through shipments of cargo 
between San Diego, Calif., and various ports served by the Panama 
Mail Steamship Company, with transshipment at Los Angeles Harbor. 
Under the terms of this agreement the coastwise carriers (Pacific 
aot egg Company and Los Angeles Steamship Company) are to 
receive 1714c per 100 lbs. for transporting cargo from San Diego to 
Los Angeles Harbor when the Panama Mail Steamship Company’s 
local rate from Los Angeles Harbor to destination is 59c or lower 
per 100 lbs. By the modification it is proposed to incorporate into 
the agreement a provision that on shipments of canned fish the 
coastwise lines’ local rate, San Diego to Los Angeles Harbor, is to 
be 15c per 100 lbs. when on-carrying rate of Panama Mail is less than 
5¥c per 100 Ibs. 

Luckenbach Steamship Company, Inc., with Prince Line, Ltd.: 
Modification of agreement approved by the Board July 16, 1930, as 
amended by modification approved June 17, 1931, providing for 
through shipments of canned goods, canned asparagus and dried fruit 
from Pacific Coast ports of call of Luckenbach to designated South 
and East African ports, with transshipment at New York. The pur- 
pose of the proposed modification is to include Port Amelia as an 
additional African port and to substitute a revised list of through 
1ates to be charged on shipments to the ports named in the agree- 
ment, such through rates to be higher in some instances and in other 
instances lower than the rates set forth in the agreement now in 


effect. 

Dimon Steamship Corporation with Baltimore Mail Steamship 
Company: Modification of an agreement between the carriers ap- 
proved by the Board June 10, 1931, providing for through movement 
of shipments of canned goods, dried fruit and raisins from United 
States Pacific Coast loading ports of Dimon Line to Hamburg, Ger- 
many, with transshipment at Baltimore. By the modification sub- 
mitted it is proposed to extend the scope of the present agreement to 
include through shipments of all commodities which may be handled 
over the lines of the two carriers. No change is to be effected in 
basis or apportionment of the through rates nor in the ports of 
origin, transshipment and destination of the traffic. 

Dollar Steamship Lines, Inc., Ltd., with America France Line: 
The agreement modified is restricted to through shipments of canned 
fish, canned goods and dried fruit from Pacific Coast ports of call 
of Dollar Line to Bordeaux, Dunkirk, Havre and St. Nazaire, France, 
via New York, and through rates are to be based upon direct line 
conference rates. This agreement was approved by the Board April 
22, 1931. The modification submitted proposes to amend this agree- 
ment to cover through shipments of all commodities handled over 
the lines of the two carriers from Pacific Coast loading ports of 
Dollar Line to the French ports designated, the through rates to 
be based on direct line rates. Apportionment of the through rates and 
absorption of transshipment costs at New York are to continue on an 
equal basis, as under the present agreement. 


WILLIAMS STEAMSHIP SERVICE 
The Williams Steamship Corporation announces its steam- 
ships, “Willkeno” from Seattle, September 1, and ‘“Willpolo” 
from Seattle, October 10, will make direct calls at Wilmington, 
N. C., to discharge eastbound cargo. 


CHICAGO PORT COMMISSION 


At meeting August 5 of the Chicago Regional Port Commis- 
sion, Major Rufus W. Putnam was appointed director and will 
have executive charge of its affairs, according to an announce- 
ment by William R. Dawes, president of the commission. Major 
Putnam is a local engineer, particularly versed in marine and 
transportation terminal matters. He served for several years 
as United States District Engineer in the Chicago territory and 
has had many contacts with port terminal and shipping projects, 
it is stated. 

The commission was recently created by the Illinois-Indiana 
legislatures and is directed to draft a report for submittal to 
the next regular legislative sessions of the respective states, 
relative to the feasibility of the establishment of a permanent 
interstate Port Authority in the district, which embraces the 
area bounded by the Lake Michigan shore line between Wau- 
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kegan, Illinois, and Michigan City, Indiana, and an imaginary 
boundary line connecting Waukegan, Elgin, Aurora, Joliet, Chi- 
cago Heights, La Porte and Michigan City. In the meantime the 
Commission is to act as a “clearing house” for all water and rail 
terminal proposals in the defined interstate district. 


SMALL CRAFT SOLD 


The following offers for small vessels no longer necessary 
for Merchant Fleet Corporation operations have been accepted 
by the Shipping Board: 

Relief—Fireboat, at Charleston, S. C., offer of $510 sub- 
mitted by Frank McCabe; R. F. No. 1—Barge, at New York, 
offer of $525 submitted by Edward Card; Guide—Launch, at Nor- 
folk, offer of $60 submitted by J. E. Jordan; Hazel (steel life 
boat) and Colonel, motor sailer, at New York, offer of $60 for 
both submitted by John Kirwin. 


NEW JERSEY TRAFFIC LEAGUE 


“The New Jersey Industrial Traffic League has for many 
months been active in studying and endeavoring to have estab- 
lished to and from the port of Newark first class steamship 
service. Especially is the League interested in having at Port 
Newark, for the benefit of Newark and North Jersey receivers 
and shippers, first class intercoastal steamship service. How- 
ever, up to the present time there have been no definite results 
obtained,” says a report adopted at the regular meeting of the 
League at the Newark Athletic Club, July 30, with Eric E. 
Ebert, president, presiding. The report urges the sale of sub- 
marine boat property at Port Newark, owned by the City of 
Newark, to private interests that have indicated their desire to 
operate an ocean terminal. 


PANAMA CANAL TRAFFIC 
(Panama Canal Record) 

Commercial traffic through the canal during the month of 
June, 1931, with 400 transits, was the lowest June traffic with 
respect to the number of transits since 1925, when 368 com- 
mercial vessels were transited. The aggregate net tonnage 
(Panama Canal measurement) of 2,058,546 of the 400 vessels 
transiting last month was the lowest June tonnage since 1926, 
when a total of 1,990,344 net tons (in 419 vessels) were passed 
through. The cargo tonnage passing through in the past month, 
1,758,976 tons, was the lowest June cargo tonnage since 1922, 
just prior to the beginning of the heavy mineral oil movement 
from California. 

In comparison with June, 1930, traffic for the past month 
declined 78 transits (16.3 per cent), 299,691 net tons (12.7 peyx 
cent), and 388,205 cargo tons (18.1 per cent), and in comparison 
with June, 1929, decreased 103 transits (20.0 per cent), 293,885 
net tons (12.5 per cent), and 665,026 cargo tons (27.4 per cent). 

During the month of June, 1931, 49 tank ships transited 
the canal with an aggregate net tonnage, Panama Canal measure- 
ment, of 282,563, on which tolls of $250,826.69 were paid. Cargo 
amounted to 277,228 tons, comprised of 270,528 tons of mineral 
oils and 6,700 tons of coconut oil. 

In point of net tonnage, tanker traffic decreased 35.3 per 
cent in comparison with the tanker traffic for the corresponding 
month a year ago, while cargo tonnage decreased 39.9 per cent. 

Tank ships comprised 12.3 per cent of the total commercial 
transits through the canal during the month; made up 13.7 per 
cent of the total Panama Canal net tonnage; were source of 
13.8 per cent of the tolls collected; and carried 15.8 per cent of 
the total cargo through the canal. These are the lowest pro- 
portions for tanker traffic for any month since the beginning of 
large shipments from the California field in 1922. 


ALTERATION OF INSPECTION CERTIFICATES 


The Department of Agriculture has discovered, it has an- 
nounced, a few instances in which shippers or dealers have 
changed statements on the inspection certificates issued by the 
Food Products Inspection Service of the Bureau of Agricultural 
Economics. The department says it wishes to emphasize that 
the federal penal code forbids the alteration of such documents 
and warns shippers and others that it will take action against 
offenders whenever it can obtain evidence of tampering with 
inspection certificates. 

Some shippers have changed certificates, the department 
charges, intending to use them as evidence of compliance with 
contract specifications when the products, in fact, did not cor- 
respond to the specifications. In one instance a certificate cov- 
ering an inspection of apples was changed to make it appear 
that the apples met export requirements when, in fact, the 
inspector originally certified that they did not meet export 
requirements. The department presented the evidence to the 
United States attorney in the district and the individual who 
altered the certificate was prosecuted, was found guilty, and 
was fined. The department announces that it proposes to prose- 
cute whenever it can obtain evidence of similar violations. 
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The freight cars required in a year to supply 
our customers with glass containers and to 
supply our plants with raw materials would 
make a train over 580 miles long! 

Coordination of this great flow of glass 
containers and the materials of which it is 
made is in the hands of our Traffic Division, 
which sees to it that the products of our 18 
plants move swiftly and smoothly to cus- 
tomers all over the country. 

At every one of our factories, a represen- 


tative of the Traffic Division is constantly on 


The Traffic World 






freight train 
over 580 mules long 


the job—insuring prompt and efficient han- 
dling of every shipment. This means uni- 
formly quick delivery of glass containers to 
our Customers. 

Customers whose container requirements 
are less than full carload lots save time and 
money by the flexibility and nationwide 
scope of our pool-car shipments. 

The services of the Owens-Illinois Traffic 
Division are continually at the disposal of 
users of glass containers everywhere. Owens- 


Illinois Glass Company, Toledo, Ohio. 


PLANTS 


ALTON, ILL. 

CARLYLE, ILL. 

CHICAGO HEIGHTS, ILL. 
STREATOR, ILL. 
EVANSVILLE, IND. 

GAS CITY, IND. 
BRIDGETON, N.J. 


GLASSBORO, N. J. 
MENANTICO, N. J. 
MINETOLA, N. J. 
COLUMBUS, OHIO 
NEWARK, OHIO 
TOLEDO, OHIO 


OKMULGEE, OKLA. 
BRACKENRIDGE, PA. 
CLARION, PA. 
CHARLESTON, W. VA. 
CLARKSBURG, W. VA. 
FAIRMONT, W. VA. 
HUNTINGTON, W. VA. 


Sales Offices in Principal Cities 


OwENS-ILLINOIS 


GLASS CONTAINERS 





Memes e pee Tae supe PY Laat 





PAGE 298 





Personal Notes 





Fred E. Allison has been appointed traveling freight agent, 
Kansas City Southern and Texarkana & Fort Smith, at Tulsa, 
Okla., succeeding Ned C. Anderson, who died. 

C. S. Evenson has been appointed general agent, Chicago 
& North Western, at Denver, and Lester A. Uvaas has been 
appointed general agent at New Orleans. Mr. Evenson succeeds 
Guy R. Lind, who died, and Mr. Uvaas succeeds Mr. Evenson. 

Henry N. Breckheimer,-assistant general freight agent, 
Wisconsin & Michigan Railroad, died at his home in Menominee, 
Mich., August 1. 

Effective July 31, the commercial agency of the Clyde-Mal- 
lory lines, Baltimore, was discontinued. Communications here- 
tofore addressed to F. C. Moore at that office in reference to 
traffic for Baltimore, West Virginia, western Pennsylvania, or 
eastern Ohio are to be addressed to L. W. Honer, Jr., commerical 
agent, New York. Communications in reference to traffic in 
Maryland, outside of Baltimore, or eastern Pennsylvania, are to 
be addressed to S. A. Monteith, commercial agent, Philadelphia. 

The Williams Steamship Corporation announces the appoint- 
ment of D. V. Griffith as district manager at Norfolk, succeeding 
G. R. Wilhide, resigned, and George H. Brunnings, district man- 
ager at Pittsburgh, succeeding Jos. Maines, resigned. 

Stanley Knauss has been appointed general traffic manager, 
United Air Lines, the subsidiaries of which are Boeing Air 
Transport, National Air Transport, Pacific Air Transport and 
Varney Air Lines. United Air Lines has opened general offices 
at Chicago. Mr. Knauss’ jurisdiction extends over traffic rep- 
resentatives in the forty cities in eighteen states served by 
United Air Lines, which is flying 12,000,000 annually. 

William C. LeFebvre, formerly director of traffic, General 
Motors Corporation, has become vice-president and secretary, 
Industrial Shippers’ Service, Inc., Detroit. 

J. W. Chartrand has been appointed traffic manager for the 
receiver of the Waco, Beaumont, Trinity & Sabine Railway, with 
headquarters at Houston. 

George H. Kelland, a member of Official Classification Com- 
mittee, died at his home in Ramsey, N. Y., August 4. He was 
72 years old. 


The following appointments have been made on the Wabash: 
L. E. Mercer, district freight agent, Winston-Salem, N. C.; W. 
L. Higgins, district passenger agent, New Orleans; J. G. Sher- 
man, traveling passenger agent, Kansas City, succeeding Mr. 
Higgins. 

G. H. Sido has been appointed general manager, Ann Arbor 
Railroad and Manistique & Lake Superior Railroad, with head- 
quarters at St. Louis. The position of general superintendent 
has been abolished. 

In reporting the appointment of John Crossman as foreign 
freight agent, B. & O., at Chicago, in the August 1 Traffic World, 
the name was erroneously spelled “Grossman.” 

The following appointments on the Big Four have been 
announced: Bayard R. Brenan, assistant traffic manager, St. 


Louis, succeeding John W. Clark, promoted; William L. Dewey, 
general freight agent, Cincinnati, succeeding Mr. Brenan; John 
H. Bauer, assistant general freight agent (rates and divisions), 
Cincinnati, succeeding Mr. Dewey; Joseph A. Keegan, assistant 
general freight agent (coal and coke), Cincinnati, succeeding 
Mr. Bauer; Willard F. Bryson, chief of tariff bureau, Cincinnati, 
succeeding Mr. Keegan. 











The Portland Industrial Traffic Club was host to 356 at its 
eleventh annual picnic at Grant’s Park July 26. An unusual 
program of sports and entertainment was provided. 





The Muskegon Transportation Club will give its second 
annual golf outing at the Muskegon Country Club August 18. 





Lieutenant Jack Malcolm spoke on “Another Kind of Traffic” 
at a luncheon of the Traffic Club of Atlanta at the Henry Grady 
Hotel August 3. Golf will be played all day at the Black Rock 


Club August 28 and a chicken dinner served in the evening. 
It will be “Ladies’ Day” and other entertainment will include 
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boating, swimming, tennis and bridge. The next meeting of 
the Traffic Study Club will be held August 14. 





The next meeting of the Pacific Traffic Association will be 
held at the Palace Hotel, San Francisco, August 11. Congress- 
man Arthur M. Free will speak on “Our Struggle for a Merchant 
Marine,” and Captain C. W. Fisher on ‘Deep Sea Diving.” 





The annual trip of the Traffic Club of Cleveland to Cedar 
Point, O., will be made August 24, via the C. & B. Transit Line 
and the steamer “Goodtime.” An attendance of about 400 is 
expected. Various water sports will provide the principal en- 
tertainment. 





The Sheboygan Traffic Club will give its annual picnic at 
Shooting Park August 18. An elaborate program has _ been 
arranged. 





The Traffic Club of Chicago will have a golf outing at the 
Park Ridge Country Club August 14. Twenty-five major prizes 
will be awarded. 





The annual golf outing of the Traffic Club of South Bend 
will be given at the Coquillard Golf Club August 20. Luncheon 
will be served at the club house and dinner at the Hotel La 
Salle. Entertainment and music will feature the dinner. 





The Traffic Club of Newark held a golf outing at Canoe 
Brook Country Club August 6. The annual outing has been set 
for September 17 and the next meeting of the club will be held 
at the Chamber of Commerce September 14. On the latter occa- 
sion, Amelia Earhart will talk on “Evolution of Transportation,” 
from a popular viewpoint. Entertainment will be furnished by 
the Pennsylvania Station Red Cap Quartette. 





The Women’s Traffic Club of Los Angeles held a meeting 
at the Alexandria Hotel July 22, with Julia M. Turechek, Pan- 
ama Mail Steamship Company, presiding. Miss Helen E. Saxton, 
of Pacific System Homes, was the speaker. It was announced 
by Marion Remington, Oceanic and Oriental Navigation Com- 
pany, that copies of the report of the Department of Commerce 
on industrial traffic management had been received and would 
be distributed at the first meeting in September. A beach party 
Was given at a private beach at Playa del Rey August 5. 





The next meeting of the Junior Traffic Club of Chicago will 
be held September 10. 





Through the courtesy of Ollie Dustin, of Ashley and Dustin 
Steamer Line, the Motor City Traffic Club of Detroit will have 
the steamer “Put-In-Bay and park facilities at its disposal 
August 10. The program includes golf, dancing, and other 
entertainment. 





The Transportation Club of San Diego (formerly Traffic 
Club of San Diego) held a meeting at the Cabrillo Cafe July 28. 
President Charles J. Gamble, Merchants’ and Manufacturers’ 
Traffic Association, presided over the business session, when 
the meeting was turned over to C. F. Reynolds, chairman of 
the entertainment committee. Captain S. T. Johnson, of the 
Pacific Steamship Company, was toastmaster. The principal 
speaker was W. H. Woodruff, manager in southern California 
of the Fireman’s Fund Insurance Company, who spoke on marine 
insurance. Other speakers were Bob Gardner, chairman of the 
educational committee, who gave a talk on traffic matters, and 
Cc. J. Stafford, of Ketner-Stafford and Goldsmith, who spoke 
on insurance as it pertains to traffic. There was a program of 
old-time songs. 





Believing that “coordination of transportation services and 
agencies is the outstanding transport problem of today,” the 
public affairs committee of the Traffic Club of Chicago proposes 
to make that problem the subject of continued discussion 
throughout the year. To initiate this program an open forum 
meeting and dinner will be held in the club rooms the evening 
of August 12. 





The kittenball team of the Transportation Club of St. Paul 
finished in sixth place in the Civic Blue League, losing 
the final game of the season July 27. The annual golf tourna- 
ment will be held at the White Bear Yacht Club at Dellwood 
September 8. Two preliminary tournaments have been held. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Aviation News 





AIR TRAFFIC FIRST HALF 1931 


New records from mileage flown; air mail poundage and 
express shipments carried were set by American air transport 
lines in the first six months of 1931, according to a report issued 
by the Aeronautical Chamber of Commerce of America, Inc. 
Reviewing the report the chamber says: 


The number of miles flown in the first half of this year reached 
a total of 18,242,475 as compared with 12,224,321 miles in the same 
period of 1930, an increase of 49.2 per cent. The mileage scheduled 
this year was 19,821,857. Although the mileage flown represents 92 
per cent of the total scheduled, the air lines canceled, or failed to 
complete only 2.7 per cent of their scheduled flights in spite of the 
fact that much unfavorable weather was encountered in certain 
sections of the country in the first half of the year. 

Air mail carried in the first six months of 1931 averaged 87,850 
pounds more a month than that handled in the corresponding period 
of 1930. The poundage this year reached a total of 4,523,432, a 13 
per cent increase over the record for the first half 1930, and an 
increase of 31 per cent over that for the same period of 1929. Three 
million, nine hundred and ninety-six thousand, three hundred and 
twenty-nine pounds of mail were transported by the lines in the 
first half of 1930, and 3,141,597 pounds in the corresponding period 
of the preceding year. 

Express shipments in the first half of the current year reached 
a total of 387,740 pounds, nearly three times the amount handled in 
the first six months of 1930, when 138,064 pounds were carried. The 
remarkable increase in express poundage is attributed to the inaug- 
uration of more frequent schedules by a vast majority of the lines 
and the steps that have been taken to insure rapid delivery of ex- 
press shipments to and from the airports. 

Passenger traffic handled by the major transport lines of the 
country showed a gain of approximately 10,000 pay passengers in 
the first six months of 1931 as contrasted with the corresponding 
period last year, although the total number of passengers carried 
was silghtly smaller than it was a year ago. One hundred and 
seventy-six thousand, one hundred and forty-three passengers rode 
the nation’s air lines this year as compared to 192,979 in the first 
half of 1930. 

According to the report of the Aeronautical Chamber of Com- 
merce, the 8.8 per cent drop in the total number of passengers car- 
ried is the result of the fact that several short lines, operating 
planes between cities less than 50 miles apart, did an abnormal busi- 
ness following their inception. As soon as the novelty of the serv- 
ices offered wore off, the patronage simmered down to a smaller but 
steadier volume. While the major transport lines are handling an 
increasing volume of passenger traffic, the drop in the number of 
passengers carried by the short lines has had the effect of reducing 
the total for the six-month period just ended. 

This is shown in the records established by the transport lines 
for each month since January. The number of passengers carried 
in February, this year, was 27 per cent under the total for the same 
month last year. A shortening of the gap has occurred in each suc- 
ceeding month, however. In May, this year, the volume of passenger 
traffic was but 13 per cent under that for May, 1930, while the total 
for the month of June, this year, exceeded by 5 per cent the total 
for the same month a year ago. There were 42,928 passenger car- 
ried by the lines in June, 1931, as compared to 40,847 in June, 1930. 

Other totals for June have shown a decided increase also. The 
number of miles flown by the transport companies in this month 
reached 3,910,931, an increase of 1,377,084 miles over the record es- 
tablished in June, 1930. At the same time, the volume of air mail 
rose to 806,160 pounds as contrasted with 716,849 in June of a year 
ago. Air express shipments climbed to 61,940 pounds, a rise of 
31,371 pounds over the June, 1930, figure. 


AUXILIARY LANDING FIELDS 


A standard marker for auxiliary landing fields has been 
adopted by the Aeronautics Branch of the Department of Com- 
merce, it has been announced by Col. Clarence M. Young, 
assistant secretary for aeronautics. 

Auxiliary landing fields, Col. Young explained, do not pro- 
vide facilities for shelter, supply and repair of aircraft, and 
are not used regularly for receiving or discharging passengers 
or cargo by air. However, they have, in each case, been desig- 
nated by the owner as being available for landing and taking off 
of aircraft without charge, entirely at the risk of the owners 
and operators of such aircraft, and without the assumption on 
the part of the owner of the field of any responsibility for the 
condition of the field or obstructions thereon or for any damage 
incurred in its use. The Aeronautics ranch has record of 199 
such fields, located throughout the United States, in addition to 
60 in Alaska. 

The standard marker consists of a white or chrome-yellow 
cross made up of two straight strokes four feet wide by fifty 
feet long, intersecting at right angles at their mid-points. The 
Aeronautics ranch recommends that the marker be placed near 
the center of the landing area and that it be constructed of 
crushed stone, gravel, or other wear-resisting material, used in 
conjunction with a suitable binder to prevent displacement. The 
marker should finish flush with the surrounding surface and, un- 
less constructed of a bright white material, should be kept white- 
washed or painted chrome yellow. 

Permission to use auxiliary landing fields for landing and 





taking off of aircraft is not to be construed as an invitation to 
conduct such operations thereon, it being understood that per- 
sons using these fields are in the category of licensees and not 
invitees. 


AIRCRAFT LICENSING 


Uniform regulations governing the licensing and operation 
of aircraft within the borders of the various states will be taken 
up at a conference of state aviation officials to be held in 
Cleveland at the time of the 1931 National Air Races, it has 
been announced. Means of developing landing fields in small 
commounities will be discussed also. 

State directors of aeronautics, members of state aeronautic 
commissions and the aviation committees in the state legis- 
latures will be invited to attend the meeting, which is being 
called by Governor White, of Ohio, and will be conducted 
under the auspices of the Aeronautical Chamber of Commerce 
of America, Inc., national trade association of the aircraft in- 
dustry. The governors of the states having no official aviation 
bodies will be asked to designate representatives to the con- 
ference. 

According to the present plan, the conference will meet 
the mornings of September 1-2. The program is to be arranged 
by a committee of state aeronautic directors appointed by Gov- 
ernor White. The membership of this committee is expected to 
include Senator J. Griswold Webb, chairman, the Commission 
on Aviation, state of New York; Robert M. Ginter, vice-chairman 
of the Pennsylvania State Aeronautic Commission; Maj. Floyd 
E. Evans, director, Department of Aeronautics, state of Michi- 
gan; R. S. Boutelle, state director of aeronautics for Tennessee; 
J. D. Wood, Idaho commissioner of public works, and Frank 
M. McKee, director of aeronautics, state of Ohio. 


AIR WORTHINESS REQUIREMENT 


Amendments to the air worthiness requirements of air 
planes prescribed by the Department of Commerce were dis- 
cussed at a conference between manufacturers of air planes 
and representatives of the aeronautics branch of that depart- 
ment on July 31. Most of the amendments presented by the 
representatives of the government, technical in their nature, 
were accepted by the manufacturers with little or no discussion. 
Some, however, were held over for further consideration. The 
manufacturers presented some amendments for consideration. 
All were intended to provide greater safety in commercial air 
navigation. 

It was agreed that where the government and manufacturers 
proposed changes in the same parts of plane structures that use 
of the government ideas might be made between September 1 
and January 1 at the option of the manufacturer and that the 
government idea would become mandatory only after the be- 
ginning of 1932. 

Much of the discussion had to do with exits from cabin 
planes. Manufacturers suggested that windows affording 
rectangular or elliptical openings 17 inches by 24 inches be con- 
sidered as emergency exits if their location and method of 
operation were approved. The government idea was that such 
opening should be 18 inches by 24 inches. Other suggestions 
were made along the same line. Manufacturers asked that the 
permissible speed in the landing of seaplanes carrying pas- 
sengers be raised from 65 to 70 miles an hour and in seaplanes 
not carrying passengers to 75 miles an hour. 


PAPER SEALING TAPE 

It has been announced by the division of simplified practice 
of the National Bureau of Standards that simplified practice rec- 
ommendation No. R114-30, covering No. 1 Kraft Paper Sealing 
Tape, is now available in printed form. The recommendation es- 
tablishes a simplified schedule of widths and lengths of rolls of 
plain and printed tape made from 35, 60, and 90 pound basic 
paper, together with tensile and tear requirements for 60-pound 
take which is commonly used for sealing fiber and corrugated 
shipping containers. It also provides for testing methods, pack- 
aging and marking of this commodity. Copies of the recom- 
mendation may be obtained from the Superintendent of Docu- 
ments, Government Printing Office, Washington, D. C., for 10 
cents each. It is estimated that the weights of paper used in 
manufacture of tape have been reduced from 8 to 3, or approxi- 
mately 63 per cent. 
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i/mington Plant Sites 


are at the Hub of a Vast Industrial Empire 


At the Hub of the Richest 
Market in the World 


ECAUSE of its geographical location, 
Wilmington is better situated as a distri- 
bution center than any other Eastern city. It 
is the hub of the richest market in the world. 


Located in the very center of this vast indus- 
trial empire, Wilmington Plant Sites minimize 
the cost, time and distance necessary to reach all 
the industrial establishments and retail outlets 
within this area. No other Eastern city is in 
/, a position to reach all the other locations with 
wT rerTT ne as little effort or cost. 


Since this area contains 48% of the spendable 
income of the United States, as shown on the 
small map, outlets around Wilmington are 
rich as well as accessible. 


VIRGINIA 


Wilmington Plant Sites are immediately adja- 
cent to the modern Marine Terminal. This 
Terminal is on a thirty-foot channel; docks five 
ships; provides 25 acres of open and 200,000 
square feet of covered storage space; connects 
with three railroad trunk lines. 





Wilmington Plant Sites are further favored by 
low tax and power costs. They have all trans- 
portation, banking and commercial facilities. 


It will pay a few more thoughtful manufacturers 
to investigate the economies and opportunities 
offered at Wilmington. For further information 
address—Charles H. Gant, Manager—Wilming- 


ton Marine Terminal—Wilmington, Delaware. 


Proportion of Spendable Income 
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on the Delaware 


‘The Port of Service 














Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Conversion—Mitigation of Damage by Return or Recovery of 
Goods 


Colorado.—Question: During July, 1920, we shipped to a 
customer in Wisconsin a less-than-carload shipment of hoisting 
apparatus on an order bill of lading. The bill of lading, which 
was properly signed by the initial carrier, was subsequently 
attached to a draft drawn on our customer, which was, however, 
never taken up. The shipment was unloaded at destination by 
the freight agent, of which fact we were notified. With or with- 
out the knowledge of the agent at destination the customer 
secured possession of part of the shipment, hauled it to his 
plant, and proceeded to use it. Upon being notified by the bank 
that our draft was unpaid we sent a representative to destina- 
tion, who, after considerable trouble and expense, managed to 
have the parts which were removed from the railroad com- 
pany’s premises returned to the station and the entire shipment 
was returned to us. The bill of lading covering the shipment 
was not turned over to the railroad agent until the shipment 
was returned to us and the consignee therefore had no right 
to secure possession of it. 


While the parts which were removed and used by the cus- 
tomer were not rendered useless, they are nevertheless now 
second-hand and cannot be disposed of as new material. We 
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entered claim against the railroad company for the invoice value 
of the parts which were removed and we are holding, subject to 
the carrier’s disposition instructions, the parts in question. 

At the time our representative called upon the customer 
for the return of such parts the customer indicated his desire 
to ship to us with the shipment in question some other used 
material, which was to partially offset the transportation ex- 
penses incurred by us in connection with the transaction. 

The carriers have returned our claim declined, with the 
statement that no responsibility rested upon them and that 
the transaction was one that would have to be settled between 
our customer and ourselves, saying nothing of the manner in 
which the customer had obtained part of the shipment. They 
support their statement with the fact that the customer had re- 
turned to us other material which was to apply as a credit 
against the used parts, which, in our opinion, has no bearing 
whatever on the case. 


Is not the carrier liable for conversion and are we within 
our rights by holding that our claim should be paid on the full 
value of the parts and these turned over to the carrier for 
such disposition as he may wish to make of them? 


Answer: The term “shipper’s order’ as used in the bill 
of lading is well understood and means that the title remains 
in the shipper until he orders a delivery of the goods, and that 
the carrier must not deliver except on production of the bill 
of lading properly indorsed by the shipper. And, where the 
bill of lading provides for delivery to the shipper’s order or 
to his assigns, it is liable for the value of the property to 
the person entitled to receive the goods if it delivers the goods 
to the consignee or anyone else without the bill of lading prop- 
erly indorsed. Especially are the foregoing rules applicable 
where the “shipper’s order” bill of lading has attached to it 
a draft on the buyer, or where the bill of lading expressly pro- 
vides that the goods shall not be delivered without its sur~ 
render properly indorsed. But if no damage result, recovery 
cannot be had for breach of a provision of the bill of lading 
that surrender of it shall be required before delivery of the 
goods. 

The measure of damages for a conversion by the carrier 
of goods intrusted to it for transportation is the value of the 
goods at the time and place of conversion. 

It has been held in numerous cases that, while the recovery 
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WORKERS or WALKERS ? 


JHICH of the two classes—workers or walkers—you put your clerks 

in determines the efficiency of your Traffic Department. If you are 
using old-fashioned equipment which compels the clerks to make frequent 
trips between desk and file, then you are paying for walking time instead 


of working time. 


McBee Rate Desks and Vertical-Flat Filing Cases do away with trips 
between desk and file by making current files and tariffs available without 


the clerk having to leave his chair. 


Write for Literature, 
Specifications 
and Prices. 


THE MCBEE BINDER CO. 


502 Madison-LaSalle Bldg. 
CHICAGO, ILL. 


McBEE VERTICAL- 
FLAT TARIFF FILES 


AN assembly near clerk’s desk 
puts tariffs within easy reach, 
saving time. Each drawer is a sep- 
arate unit, permitting formations of 
single-unit drawers in floor space 
ordinarily wasted. All-steel. 





McBEE RATE DESK 


OMBINES desk and filing 

facilities, saving floor space. 
As a file for numerous Traffic De- 
partment tariffs and records, it 
saves time wasted on frequent 
trips between desk and filing 
cases. All-steel. 
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How to reduce distribution costs 
and make more profit. 


How to maintain closer sales con- 
tacts without establishing branch 
houses and increasing overhead 
expense. 

How to meet competition which 
gives price concessions and offers 
better, quicker delivery of mer- 
chandise. 


O MAKE MONEY these days, man- 

ufacturers must successfully main- 
tain closer contacts with their retail 
trade. Dealers everywhere have been 
forced to hold store stocks to a mini- 
mum, relying on prompt delivery from 
the manufacturer’ s organization to sup- 
ply needed goods. If the manufacturer 
can’t deliver. . . the business goes to 
a competitor. 


The manufacturers who are most 
successfully weathering the depression 
are those who distribute their goods 
efficiently and economically through 
public merchandise warehouses. They 
give their trade immediate delivery from 
strategically placed spot stocks. Their 
costs are kept in line with their volume 
of business: when sales are off, costs 
drop. 

Yet these manufacturers have no problems 
of maintaining a branch house system. . . of 
cutting down the force, reducing wages. They 
pay on a ‘‘piece work’” basis for the storage 
and delivery of their merchandise. It costs a 
great deal less than distribution through branch 
houses—and it eliminates the risk of branch 
house operations. 


WRITE FOR FREE BOOK 

Full details of the AWA Plan of 

Distribution are described in our 32- 

page booklet: ‘“Increasing Your Sales through 

the Use of AW A Warehouses’’. Have your 
secretary write today for your copy. 





AMERICAN 
WAREHOUSEMEN’S 


ASSOCIATION 
1925 Adams-Franklin Bldg., Chicago, Ill. 
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“MIRACLE PORT 


OF THE UNITED STATES” 


say Customs authorities 


The simple record of the customs receipts from 
1920 to 1930 tell the story of the amazing growth of 


HOUSTON 


more graphically than any words 


In the year 1920 the customs receipts amounted 
to $24,863. 

In the year 1930 the customs receipts amounted 
to $1,322,994. 


This means a growth within 10 years 


5300% 


It is doubtful if another port in America can show 
such vast growth. 


EVERY FACILITY AT HOUSTON 
IS MODERN 


From the moment it arrives at the Houston Public 
Belt Railway from one of the 18 railroad lines that 
converge here until it is safely stowed in the hold 
of the outward bound ship its movements are 
directed swiftly and efficiently to give you a mini- 
mum of delay, trouble and expense. 


Ship Through the MODERN Port of the South 


PORT HOUSTON 


- DIRECTOR OF THE PORT 


Fifth Floor, Courthouse 
HOUSTON, TEX. 
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or return of property which has been converted does not ex- 
tinguish the right of action, it does go to mitigate whatever 
damages might otherwise be recovered. However, it has also 
been held that where a wrongful conversion of property is 
complete, the owner acquired a vested right to recover its value 
from the person guilty of the conversion. 

In the instant case, the property having been recovered, it 
is our opinion that you are entitled to the difference between 
the present value of the goods and the value of the goods at 
the time they were converted, for had the goods been disposed 
of by the party to whom they were delivered, the measure of 
recovery would have been the market value of the goods at 
destination less the amount of the unpaid freight charges. See 
Western Land & Cattle Co. vs. Hall, 33 Fed. 236. 


Delay—Measure of Damages—Freight Charges Duplicate Ship- 
ment and Expenses Incurred in Locating Delayed Shipment 

Wisconsin.—Question: We recently made a shipment to a 
point in Florida on which complete routing was specified on 
the bill of lading. The initial carrier, however, in order to 
secure the long haul, inserted an intermediate carrier in his 
billing, not shown on our bill of lading, thereby breaking up the 
through car arrangement which its direct connection would 
have afforded from Chicago to destination had our routing been 
complied with. 

After numerous attempts to locate the shipment and hasten 
its delivery, we were obliged to make a duplicate shipment from 
one of our branches in order to avoid cancellation of the sale. 
This duplicate shipment was not, however, made until more 
than a reasonable time had been allowed for delivery of the 
original shipment. The duplicate shipment reached the des- 
tination about the same time as the original shipment did, and 
the consignee, having no use for two articles of the same de- 
scription, returned the duplicate shipment to our branch. Also, 
the consignee had in the interval made every attempt to divert 
the original shipment to our branch, but was unsuccessful. Is 
the carrier liable to us for the transportation charges of the 
duplicate shipment to and from destination from point of ship- 
ment and also the telegraphic expense incurred by the consignee 
and ourselves in an endeavor to locate the original shipment 
on account of his failure to comply with our routing instruc- 
tions? Also, should these transportation charges on the dupli- 
cate shipment be construed as our measure of loss rather than 
an overcharge? 

Answer: Delay in the delivery of goods, even though it is 


Rate Relationship Studies, 


Mills Bidg. 
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15% RATE INCREASE CASE 
Hearings Now On 


For those intending to present evidence in this case we offer to prepare 


Chronological Rate Histories, showing Trends, 


Short-line Distance Compilations. 


Statistics on Commodity Production, Price Ranges, Tonnage 
Movement, Imports and Exports, Distribution as between 
Domestic and Export; also statistics showing Trends, such 
as Ratios of Price Ranges to Rate Trends, etc. 


Carrier financial, operating and traffic statistics, with trends, 
Rate Statements (between any points), 
Reproductions or Digests of Records in former cases. 


Copies of Decisions, Reports and other Documents will be furnished. 


Wire advice relative to proceedings at Washington hearings or other 
features of the Commission's program will be given. 


THE TRAFFIC SERVICE CORPORATION 


Special Service Department 








such as to render the carrier liable, does not constitute diver- 
sion, and the person entitled to the goods cannot on that account 
refuse to receive them and sue for the full value. The measure 
of damages is not the value of the goods, since the bailer still 
retains the ownership, but the loss proximately caused by the 
delay. The length of the delay does not in any way affect the 
operation of the rule. 

In applying the foregoing principles it has been held that 
expense incurred in reshipping to another market, made neces- 
sary because, by reason of negligent delay, the original place 
of destination ceased to be a market for the class of goods 
shipped, could be recovered. So, also, according to some deci- 
sions, expenses incurred in searching for or attempting to 
locate the goods may be recovered. Thus it has been held that 
the amount spent in telegraphing and telephoning to trace the 
shipment is a natural result of the wrongful delay and may be 
recovered. Murrel vs. Pacific Express Co., 14 S. Wi 1098; Haber- 
zettle vs. Trinity, etc., R. Co., 103 S. W. 219. 

Under the circumstances the carrier should be willing to 
refund the freight charges on the duplicate shipment and to 
assume the telegraphic expense incurred in an effort to locate 
the shipment, provided the amount is reasonable. The items 
in question come under the head of damages and not over- 
charge. See Lost or Damaged Freight Replacement, 43 I. C. C. 
257. 


TELEPHONE COMPANY EARNINGS 


Compilation by the Bureau of Statistics of the Commission 
from reports of 108 telephone companies, each having annual 
operating revenues in excess of $250,000, shows that for the five 
months ended with May the aggregate operating income was 
$117,701,068, an increase of $2,828,792 or 2.5 per cent as com- 
pared with the income for the corresponding period of 1930. 
Telephone operating revenues totaled $487,572,672, a decrease of 
$7,142,516 or 1.4 per cent as compared with the 1930 period, and 
operating expenses totaled $324,526,643, a decrease of $11,852,- 
706 or 3.5 per cent as compared with the 1930 period. For May 
the operating income was $23,720,791 as compared with $23,062,- 
276 in May, 1930, an increase of 2.9 per cent. Operating rev- 


enues totaled $98,381,466, a decrease of $2,902,928 or 2.9 per 
cent compared, with May, 1930, and expenses totaled $65,757,371, 
a decrease of $3,878,157 or 5.6 per cent compared with May, 1930. 
The number of company stations in service at the end of May 
was 17,165,900, a decrease of 40,899 as compared with May, 1930. 
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WHERE it’s wanted 
- - » WHEN it’s 
wanted 


If there’s one thing more than any other 
Fast that distinguishes “North Western” freight 
— service, it is this: The unusual effort put 
Service forth to see that every shipment, no matter 
to sod from what its mature, reaches its destination 


and points 30 when wanted. 


ears 
Yi a : , 
MINNESOTA To maintain a service of such high 


efficiency we’ve spent millions in im- 
provements and developed a freight 
WYOMING personnel that is second to none. You'll 
appreciate both. 


IOWA 
’ Ce ee aN 


For full information ask any 
C.& N.W. Ry. Representative 





SHIP AND TRAVEL VIA 


Nori Wy 1493 
NORTH ESTERN 


“the best of everything in the best of the west? RAIL 


Ship the 


SIGNODE 
Way! 


















Strong bands of tempered 
steel tightened under pressure 
write for _ hold the load safe from dam- 
Coden ne age or pilfering. 

ter Shipping.” 


SIGNODE STEEL STRAPPING CO., 
2613 N. Western Avenue, 
Chicago, Ill., U. S. A. 


Offices in Principal Cities 










Canadian Steel Strapping Co., Ltd. 
Montreal, Quebec 





Shipping Dollars 
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CNA Po 
Showing within Wate Area 
that part of Illinois served 
DAny from Decatur, Illinois 
by fast freight Motor Trucks 
@-ordinated with ’ 
Parke Warehouses 


Decatur, ILLINOIS 


® DELAVAN 


RUSHVILLE DANVILLE 


@BLOOMINGTON ek 
“s 

LINCOLN® @ CLINTON s| 
* 


PETERSBURG® @ MT PULASKI “wee 


SPRINGFIELD 

i Lavington STUSCOU San 

Parke Warehouses Rncora® «OAKLAND. @ 
DECATUR -ILLINOIS *rmiowviuit,- Panis? 


Troon® — @ CHARLESTON 


@WHITEHALL Pa a 
Delive CARROLLTON PANA ounrnes MARSHALL® 
iC Py @CARLINVILLE 
ERSEVVILLE §=@LITCHFIEL @GREENUP 
of MERCHANDISE : : AAMONT, EFFINGHAM 


Fast Freight wl - INSON 
bast G-ardinated n oe oa , © 


LOUISVILLE @ Ounty 


FLORA. LAwRENCEVIC 3 
@SALEm 7 


® CENTRALIA 
FAIRFIELQ MT CARNE 
4 . 
LASHLEY = ®MT'VERNON ation 





DECATUR.- ILLINOIS 


@ PINCKNEYVILLE 
@GENTON 


Store Door DELIVERY = 
of MERCHANDISE rn 
Full responsibility is accepted by us 


HARR 
in delivering your merchandise by ~~ 


ses and dependable 
motor freight service to the store door in 
more than 300 towns in @ntral /{linois. 


Warehouses ~ Decatur, Winois. 
_ Ss ESTABLISHED~ 1887 —S— 


2] Ship by Water 
WILLIAMS LINE 


BALTIMORE — NORFOLK — CHARLESTON 


FAST DIRECT SERVICE 
TO 


San Diego, Los Angeles Harbor, 
San Francisco, Oakland, 
Seattle and Tacoma 


SAILING FROM 

































STEAMER BALTIMORE] NORFOLK |CHARLESTON 
WILLMOTO .... .. Aug. 11 Aug. 13 Aug. 16 
WILLBORO.......... Aug. 24 Aug. 26 Aug. 29 
WILLPOLO........... Sept. 6 Sept. 8 Sept. 11 
WILLFARO.......... Sept. 19 Sept. 21 Sept. 24 
WILL.ZIPO...... ..... Oct. 2 Oct. 4 Oct. 7 





Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates ef sailings and ether information apply te 


WILLIAMS STEAMSHIP CORPORATION 








8 Bridge Street, New York. Telephones: Whitehall { 4-392 
BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 
‘109 East Redweod St. Oliver Ry 
Phone; PLAZA 7377 Phone; ATLA 5005 Phenes'N NORFOLE 21265 





CHARLESTON, 8S. C. 
9 Middle Atlantic Whtf. 
Phone; 4460 


And at eur Branch Offices at perts ef call, etc. 
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UNITED FRUIT COMPANY 


uty 

ey 
GREAT 
WHITE 
FLEET 
LEET 


yy 
ics EAT iy 


<<! 
General Offices: One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


> Steamship Service <a 





Cuba, Jamaica, Panama, Colombia, Costa Rica, Guatemala, 
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No. 23093. Sub. 


- 24559. 
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Digest of New Complaints 


A. F. & 6B. 


No. 
F. 


Colo. and S. D. Ask rates and reparation. 


- 24410. Sub. No. 1. 


va. A. T. & &. F. et al. ‘ ‘ ’ 
Rates in violation sections 1 and 3, ordinary livestock, points 


in Ill, Ia., 


Kan., 


Minn., 


Mo., 


Neb. and 


Ss. 





20. August Sinner, Culbertson, Neb., et al. vs. 
et al. 

Unreasonable rates and charges, 
products, points in Ok 


gasoline and other petroleum 
la., Kan., Mo. and Tex. to points in Neb., 


The Columbus Packing Co., Columbus, O., 


D. to Columbus, O. 


Complainant says its business has suffered and is suffering dam- 
age by reason of rates on fresh and cured meats and other pack- 
ing house products from Austin, Minn., and Cedar Rapids, Des 
Moines, Marshalltown, Mason City, Ottumwa, and Waterloo, Ia., 


to Columbus, O. 


and other eastern destinations, packers in Minne- 


sota and Iowa being preferred. Asks cease and desist order and 


rates. 


- 24452, Sub. 


No. 1. 


Ohio-Kentucky Associated Industries, Cincin- 
nati, O., vs. B. & O. et al. ; : 

Unreasonable rates, brick and articles taking same rates, points 
in southern Ohio and Olive Hill (Ky.) brick districts to Atlanta, 
Ga. Asks rates. 


Rates and charges in violation sections 1 
screens, Los Angeles, Calif., to Youngstown, O., as compared with 
rates in reverse direction. 


Asks reparation. 


Honduras, British Honduras, Mexico, Nicaragua, Salvador. | No. Eanaies 7. 
| 0 P : 

Weekly service with transhipment at Cristobal (Canal Zone) Rates and charges in violation 

‘ ‘ Pottstown, Pa., H > 
to West Coast Ports of Central America, South America uc, SE, Acleaun’ Wie Seas 
and Mexico at differential rates. Through bills of lading A. & S. et al. 
to all points Unreasonable rates, baled hay, 

. to points in La., Ark., N. M., Colo., 




































Shipments to El Salvador handled expeditiously via Puerto 
Barrios, Guatemala, and the International Railways of Cen- 
tral America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


1001 Fourth St., Pier 3, North River, 321 St. Charles St., 
San Francisco, Cal. New York, N. Y. New Orleans, La. 

Long Wharf, 319 No. Fourth St., 111 W. Washington St., 
Boston, Mass. St. Louis, Mo. Chicago, Ill. 





vs. 


* * * * 


Ship to MEXICO 


BY STEAMER 
Fast Weekly Service 


New York to VERA CRUZ and TAMPICO 


Through Bills of Lading to all points on the Mexicaa 
Railway or National Railways of Mexico 


Regular Service from New York to PROGRESO and PUERTO MEXICO 


WARDELINE 


New York and Cuba Mail S. S. Co. 


Foot of Wall Street 
New York City 


on 
N. 








year. 





I, 


| Willaha, Ariz. 
24564. 
Unreasonable rate, 
reparation. 
. 24565. Clover Splint Coal., Pittsburgh, Pa., vs. L. & N. 

Alleges violation sections 1, 2 and/or 3, because of failure of 
defendant to furnish and maintain facilities for transportation of 
coal from complainant’s mine to defendant’s Cumberland Valley 
division in Kentucky. Asks that defendant be required to com- 
pensate complainant for past use of complainant’s railway track 
and appurtenant facilities and to make an allowance in the future 
for use of such facilities. 
24566. 
A. x ip & S. F. et * 
Unreasonable and unduly prejudicial rates on painters’ smalts 
from Minneapolis to destinations in official and southern territories, 


less-than-carload, as compared with rates from New 


ze 


Cc. C. 591. 


National 


Wis., Ia., Ill., Mo., Miss., Tenn., Ky., 
| —_ Va. Says defendants are in contempt of Arizona Hay Case, 
é 


Okla., 


Ask rates and reparation. 


tile, Tulsa, 


Okla., 


Smalt and Color Co., 


al 


Asks rates and ratings. 


ROLLING STOCK ADDITIONS 


Ine., 


Truscon Steel Co., Youngstown, O., vs. A. T. & S. F. et al. 


and 3, metal roller 


Grays Harbor Pulp & Paper Co., San Francisco, Calif., vs. 
sections 1 and 4, machinery, 
Wash. Asks rates and reparation. 
Arizona Hay Traffic Association et al., Phoenix, Ariz., vs. 


Thatcher and Phoenix groups 


Kan., Neb., Minn., 


Ala., Ga., Hla., 8. C., N. C. 


. 24563. Willaha Sheep Co., Flagstaff, Ariz., vs. A. T. & S. F. et al. 
| Unreasonable rates, feeder and/or stock sheep, Kohr, Mont., to 
Asks rates and reparation. 
Acme Brick Co., Ft. Worth, Tex., vs. A. T. 
to Meadow, 


& S. F. et al. 
Tex. Asks 


Minneapolis, Minn., 


York, 


The railroads of the United States in the first six months 
of 1931 placed 6,951 new freight cars in service, according to 
the car service division of the American Railway Association. 

In the same period last year, 49,208 new freight cars were 
placed in service and two years ago there were 32,794. 

Of the new freight cars installed, 2,934 were box cars com- 
pared with 26,016 installed in the first half of 1930. There were 
also 2,957 new coal cars placed in service in the first half of this 
year compared with 18,343 installed during the same period last 
In addition, the railroads in the first six months this year 
installed 382 flat cars, 670 refrigerator cars, and eight other mis- 
cellaneous cars. 

The railroads on July 1 this year had 8,963 new freight 
cars on order compared with 24,649 cars on the same day last 
year and 39,638 on the same day two years ago. 

The railroads placeed in service, in the first six monhts this 
year, 89 new locomotives compared with 411 in the same period 
in 1930 and 319 in the same period in 1929. 

New locomotives on order on July 1 this year totaled 36 com- 
pared with 364 on the same day last year and 386 two years ago. 

Freight cars or locomotives leased or otherwise acquired 
are not included in the above ‘figures. 


PACKING AND SHIPPING CONFERENCE 


in Chicago, March 


= 


‘ 


Announcement has been made of a packaging, packing and 
shipping conference, clinic and exposition at the Palmer House, 
to 19, inclusive, 1932. 
is made by Irwin D. Wolf, secretary of the Kaufmann Depart- 
ment Stores, Inc., of Pittsburgh, who is vice-president in charge 
of the event for the American Management Association. 
affair will be on a much larger scale than the first exposition 
sponsored early this year in New York by the association, it is 
stated, and will include the entire field of packing and shipping, 
as well as commodity packaging, and will be concurrent with a 
succession of daily conferences. 

“All of the major phases and problems of modern packaging, 
packing and shipping technique and economies will be dis- 
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cussed,” says Mr. Wolf. “Packaging and packaging methods, 
packing and shipping devices and practices used by companies 
throughout the United States will be subjected to clinical study. 
The meeting in March will be much larger, more comprehensive 
and altogether broader in scope than the packaging exposition, 
conference and clinic of 1931, in consequence.” 


CONDITION OF LOCOMOTIVES 

Class I railroads of this country on July 15 had 6,018 loco- 
motives in need of classified repairs, or 11.1 per cent of the 
number on line, according to reports filed by the carriers with 
the car service division of the American Railway Association. 

This was an increase of eighty locomotives above the num- 
ber in need of such repairs on July 1, at which time there were 
5,938, or 10.9 per cent. 

Class I railroads on July 15 had 9,311 serviceable locomotives 
in storage compared with 9,394 on July 1. 


SOUTHERN PACIFIC CONSTRUCTION 


Work will begin shortly after January 1, at New Orleans, 
on an eight-story office building and an adjoining freight termi- 


Increased Salaries for 


Traffic Managers 


**A plan of pooling L. C. L. shipments which I worked out 
has saved large sums for my firm and our customers, and 
has won the attention of railroad men,” writes L. V. Mullett, 
Traffic Manager for Mutschler Brothers Co. , Nappanee, Ind. 
‘‘As I have advanced, through the aid of LaSalle training 
in Traffic Management, my income has increased propor- 
tionately. It is now 140% larger than when I began my 
training, but my biggest satisfaction lies in being able to 
do my work efficiently.’’ Whether or not . have had years 
of —— in traffic work, you will be interested in 
LaSalle’s 64-page booklet, “Opportunities in Traffic Manage- 
ment.’’ Send for it today. It’s FREE. Address Dept. 895-T 


LaSalle Extension University, Chicago, Ill. 
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nal at a cost of $750,000, according to an announcement by 
Southern Pacific Lines. The general offices of the railroad will 
be removed from the Pan American building to the new build- 
ing, which will be located at the head of Canal street. 

The terminal will be used as a receiving and distributing 
center for fruit and vegetable shipments. It will replace the 
terminal at the head of Poydras street, which has been found 
to be too small. A modern cold storage plant and other equip- 
ment will be installed in the new terminal. 

The office building and terminal will occupy two squares 
bounded by Canal, Gravier, South Delta and South Front streets 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period July 
14-22, inclusive, was 568,594 cars, as compared with 571,410 cars 
the preceding period, according to the car service division of 
the American Railway Association. The surplus was made up 
as follows: 


240,016; ventilated box, 2,217; auto and furniture, 
total box, 285,354; flat, 20,551; gondola, 125,476; hopper, 91,941; total 

, ; coke, 1,111; S. D. stock, 23,965; D. D. stock, 4,018; 
refrigerator, 14,180; tank, 670; miscellaneous, 1,328. The total box 
and coal figures include cars not classified. 


43,121; 


Canadian roads reported a surplus of 42,975 cars, made up 
of 36,150 box, 2,850 auto and furniture, 350 flat, 400 coal, 975 
S. D. stock, 1,800 refrigerator and 450 miscellaneous cars. 


CONDITION OF EQUIPMENT 


Class I railroads on July 15 had 177,032 freight cars in need 
of repairs, or 8.1 per cent of the number on line, according to 
the car service division of the American Railway Association. 

This was an increase of 4,256 cars above the number in 
need of repair on July 1, at which time there were 172,776, or 
7.9 per cent. 

Freight cars in need of heavy repairs on July 15 totaled 
125,893, or 5.8 per cent, an increase of 3,114 compared with the 
number on July 1, while freight cars in need of light repairs 
totaled 51,139, or 2.3 per cent, an increase of 1,142 compared 
with July 1. 








DOCKET OF THE COMMISSION 


—— 10—Washington, D. C.—Commissioner Meyer and Examiner 
isque: 
Ex Parte 103—In the matter of increases in rates and charges. 


August 12—Portland, Ore.—Commissioners Lewis and Lee and Ex- 
aminers Mattingly and Witters: 
Ex Parte 103—In the matter of proposed increases in freight rates 
and charges, 


August 17—San Francisco, Calif.—Commissioners Lewis and Lee and 
Examiners Mattingly and Witters. 
Ex Parte 103—In the matter of increases in rates and charges. 


August 17—Atlanta, Ga.—Commissioner Eastman and Examiners Hos- 
mer and Archer: 
Ex Parte 103—In the matter of proposed increases in freight rates 
and charges. 


August 18—Washington, D. C.—Examiner Davis: 

* Finance No. 8923—In the matter of the joint application of the 
Northwestern Bell Telephone Co. and the Tri State Consolidated 
Telephone Co. for authority by the former to acquire control of 
the latter by purchase of capital stock. 

* Finance No. 8924—In the matter of the joint application of the 
Northwestern Bell Telephone Co. and the Dakota Central Tele- 
phone Co. for authorization to the former to purchase the prop- 
erties of the latter. 


August 19—Harvrisburg, Pa.—Public Service Comm. of Penna.: 

* Finance No. 8818—Joint application of the B. & O. R. R. and Mt. 
Jewett, Kinzua & Riterville R. R. Co. 

*Finance No. 8819—Joint application of Mt. Jewett, Kinzua & Riter- 
ville Railroad Co., and others. 


August 19—Salt Lake City, Utah—Examiner Rogers: 

24049—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, and D. D. Robertson, President of the 
Brotherhood of Locomotive Firemen and Enginemen, vs. A. T. & 
S. F. Ry. et al. 

24050—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, and D. D. Robertson, President of the 
Brotherhood of Locomotive Firemen and Enginemen, vs. A. C. L. 
R. R. et al. (Adjourned hearing.) 
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NIVERSAL LEADS 


In 1931, as in every other year 
“UNIVERSAL” leads the freight 


forwarders, in the establishment 
of new services. 


Since January 1, many new 
services have been successfully 
inaugurated, bringing producer 
and consumer closer together, 
by providing faster service at 
reduced rates. 


“UNIVERSAL” service is the 


answer to your every transporta- 
tion need, and that’s why 


UNIVERSAL LEADS 


For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson’ Boulevard, CHiIcaco, ILL. 
. 40 Rector Street, New York City, N. Y. 


‘Reduced Freight Rates 
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Expert Ways of 
Handling Every 
Type of Cargo 


e 


San Francisco; unloading Brazil Nuts from Rio from the McCormick P. A.B. Ship, West Ira. 


The four McCormick Fleets are equipped with the most improved type 

of cargo equipment, handled under expert supervision. They reduce 

claims to a minimum! Modern, up-to-the-minute McCormick Terminals 

speed up your shipments and deliveries over these four trade routes: 
Pacific-West Indies U. S. Intercoastal 


(Mamsow-MeCormich) Pacific-Argentine-Brazil Line 
Pacific Coastwise (U.S. Mail Steamers) 


Eliminate Worry... your next shipment via McCormick 


Oakland Portland 


Los Angeles MeCormick Steamship Company = **""" 


San Di Tacoma 
(Aas | LW 215 Market St. 
Vancouver, B.C. San Francisco Astoria 


DOusglas 2561 
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Adjoining the terminal is 
the Goodhope plant of the 
General American Tank 
Car Corporation. Here you 
may procure the necessary 
tank cars without delay. 


The Traffic World 





own TERMINAL 
without investing a single penny 


If you have ever felt a need for your own private terminal 
you are one of the persons for whom General American 
built its terminal at New Orleans. When you take advan- 
tage of America’s largest privately owned public terminal 
you acquire your own facilities for the accumulation and 
loading of export cargos, unloading and distribution of 


import cargos, barrelling and drumming. 


No matter what your product, it can be efficiently handled 
here. The terminal is fully equipped to handle any com- 
modity that will flow through a pipe-line. Separate 
pumps and separate lines, always used for dissimilar com- 


modities, guard against contamination. 


Terminal rates are exceedingly reasonable. There is no 
wharfage charge, no switching charge, no demurrage. Our 
private tracks accommodate 500 cars a day. Our private 
wharf can dock the largest steamer afloat. And our storage 


tanks can accommodate 50,000,000 gallons. 


If you are shipping any bulk liquid more than likely you can 
use these facilities to advantage. Address, General Ameri- 


can Tank Storage and Terminal Co., Inc., Goodhope, La. 


GENERAL AMERICAN 


TAN K €¢ae CORPORATHUON 
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miles of telegraph 
and telephone wire—tracing ship- 
ments, arranging reservations, 
guiding the movement of thun- 
dering freight and fast passenger 


trains ... just one of the tremen- 
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dous details of Frisco’s physical 
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equipment that has made “Via 
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Frisco Lines” the preferred rout- 









ing from, to or thru Frisco-land. 


Oe Ol tact gee es 
area! 


S. S. BUTLER 
318 General Traffic Manager 
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le you’re shopping around for 
the best freight service you can 
get, give the Soo Line a trial. 
Compare its speed. 


Soo Line employees put new 
meaning into that word, 
“Speed.” Swift, careful han- 
dling, efficient routing—a reliable 
freight service system with the 
red tape wiped out. Up-to-date 


equipment and an army of 





skilled employees make Soo 
Line speed a dépendable thing. 


A carload or a crate—the 


COM PGFE  &v2ire gives you its personal 


guarantee that your shipment 
fan d will be where you want it when 
e spee you want it—and in good con- 


dition. 
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POOLE BROS. INC., CHICAGO. 
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and Mexico City—three days a week via Nogales and the 


OUTHERN PACIFIC, in connection with National Railways 
[s] of Mexico, carry through Pullmans between Los Angeles 
West Coast, three days a week via El Paso. 


Via Southern Pacific’s West Coast of Mexico Route 


Southbound Northbound 

Leave Los Angeles 5:15 p.m. Tues- Leave Mexico City 7:30 p.m. Sunday, 

day, cree Sunday (‘‘Argo- Tuesday, Friday. 

naut’’). 

E “0% , Arrive Tucson 6:00 p.m. Tuesday 

Leave Tucson 10:05 a.m. Wednesday, = A 

Friday, Monday. Thursday, Saturday. 
Arrive Mexico City 11:10 a.m. Satur- Arrive Los Angeles 8:55 a.m. Wednes- 

day, Monday, Thursday. day, Friday, Sunday (‘‘Apache’’). 


Via El Paso and National Railways ofjMexico 


Southbound Northbound 
Leave Los Angeles 10:00 a.m. Mon- Leave Mexico City 8:40 p.m. Tues- 
day, Wednesday, Friday (‘Sunset day, Thursday, Sunday. 
Limited’). Arrive El Paso 6:00 p.m. Thursday, 
Leave El Paso 11:15 a.m. Tuesday, Saturday, Tuesday. 
Thursday, Saturday. Arrive Los Angeles 5:00 p.m. Friday, 
Arrive Mexico City 10:00 a.m. Thurs- Sunday, Wednesday (‘‘Sunset Lim- 
day, Saturday, Monday. ited’’). 
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Fast thru 
freight service 
Nogales to 
Guadalajara 


Freight train service 
down the West Coast 
of Mexico has re- 
cently been greatly 
improved. Fast 
through trains are 
operated between 
Nogales and Guada- 
lajara, Mexico. Ship- 
ments consigned to 
our care at Nogales, 
Ariz., are assured of 
prompt movement to 
the interior and all 
intermediate points. 


L. G. HOFF 


Traffic Manager 
Guadalajara, Jal., Mexico 
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Southern Pacific Serves Mexico's West Coast 


Southern Pacific 
Linesserve Louisiana, 
Texas, Arizona, New 
Mexico, California, 
Oregon, Nevada and 
Utah; the West Coast 
of Mexico; and with 
its Morgan Line, 
steamship lines be- 
tween New York and 
New Orleans, Gal- 
veston, Houston, and 
between Baltimore 
and Galveston con- 
necting with its 
Sunset route, reach 
from Coast to Coast. 














Southern Pacific 


Railroad Company of Mexico 


You are cordially invited to use the facilities of our entire organization in any 
way we can serve you. Simply communicate with our representative nearest to you. 
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